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More Government Guarantees for Railway 
Improvements 

HE Financial Secretary to the Treasury has quickly con- 
firmed the impression we voiced in our issue of June 7 
that the £35,000,000 scheme of railway and other trans- 
port improvements in the London area was but stage 1 
of a series of important works, not only in London but 
in other parts of the country, to be financed with the aid 
of a Government guarantee. In referring to the subject 
last week in greater detail, we expressed the hope that 
the Government would take an early opportunity of de- 
claring its policy, and this presented itself on Monday 
when Mr. Henderson Stewart asked whether similar 
financial support might be extended to Scotland. It was 
then that Mr. Duff Cooper replied (as recorded on page 
1227) that the Government was ready to consider any 
sound scheme of like character laid before it which might 
require Exchequer assistance. It should be borne in mind, 
however, that this welcome announcement refers only to 
a guarantee of loans for works which have every reason- 
able chance of justifying themselves commercially in order 
that the money may be raised at a low rate of interest 
by utilising the high level of Government credit. Many 
apparently attractive plans from the public point of view 
are not in this category and could be carried out in 
present circumstances only with the aid of an actual sub- 
sidy. The main-line railway companies cannot be ex- 
pected to advocate such proposals, and it is natural that 
any schemes submitted will be in the nature of orderly 
planning for future development rather than endeavours 


—- popular clamour by proposing spectacular under- 
takings. : 
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Pictures that Tell Stories 

Resource rather than discretion seems to guide the daily 
press in choosing pictures to illustrate railway news and 
articles. Whenever railway matters claim public attention, 
it is possible to find many instances of newspaper illus- 
trations which are quite out of keeping with their accom- 
panying text. While, for example, it is possible that no 
actual harm results from showing a picture of a train 
belonging to company A alongside an item relating to 
company B, it is hard to see that any good results 
from the practice. Those able to detect the deception 
are at first misled and then irritated, while the rest remain 
no wiser than before. The principle undoubtedly is 
that in moments of pressure any train is better than no 
train, while the public must have its picture. But it is 
interesting to speculate as to what would happen were 
the system to be extended, and illustrations of a ‘‘ typical’’ 
cabinet minister, film star, or pugilist inserted with items 
relating to any follower of these callings who happened 
to be in the news. It would surely seem that after a 
hundred years of public service the railways are entitled 
to be conceded separate personalities, a courtesy not 
withheld in these days from animals at the Zoo. 


* * * * 


The Week’s Traffics 

In the traffic returns of the four group companies for 
the past week are included the Whitsuntide Bank Holiday 
receipts, and the comparisons shown in the accompanying 
table are with an ordinary week in 1934. Hence passenger 
takings are up and goods and coal are down because of 
the loss of a working day. For the fortnight covering 
the Whitsuntide holidays in 1935 passenger train traffics 
showed the following increases over the corresponding 
period in 1934:—L.M.S.R £90,000, L.N.E.R. £75,000, 
Southern £49,000, and Great Western £40,000. Mer- 
chandise receipts for the 1935 fortnight were £27,000 up 
on the L.M.S.R., and £7,000 up on the Great Western, 
but were down £5,000 on the L.N.E.R., and £13,500 
down on the Southern. The changes in coal class traffics 
were increases of £10,000 on the L.N.E.R., of £6,000 on 
the L.M.S.R., and of £2,000 on the Great Western, but 
the Southern had a decrease of £3,500. 


24th Week Year to date. 





Pass., &c. Goods. &c. Coal, &c. Total. Inc. or dec. 
£ 
L.M.S.R. .. + 53,000 — 73,000 —39,000 59,000 + 213,000 + 0°81 
L.N.E.R, .. + 47,000 — 28,000 —41,000 — 22000 — 70,000 ~— 0-36 
G.W.R. e 19,00C — 33,000 —28,000 — 42,000 4 3,000 + 0-03 
3 ee + 9,000 — 12.000 — 3,000 6.000 — 14,000 — vu 16 


* * * * 


Operating Efficiency in Kenya 

In our recent review of the improved results obtained 
by the Kenya & Uganda Railways & Harbours during 
the year 1934, a brief reference was made to the index 
of efficiency which has been compiled by the management 
for the past nine years, 1926 being taken as the datum 
year or 100. The final index figure comprising all the 9 
items compared has shown continuous improvement from 
114-68 in 1927 to 143-98 in 1934, and an unbroken up- 
ward tendency is also shown in the figures of wagon 
miles per engine hour which were 103 in 1926 and 266-84 
in 1934. The upward trend in the average net train 
load from 120 tons in 1926 to 198 tons in 1934 was only 
once broken, when it slipped back from 160 tons in 1929 
and 167 tons in 1930 to 153 tons in 1931. Train miles per 
train hour-coaching which have risen from 7:97 in 1926 
to 16°68 in 1934 also showed some falling off in 1932 and 
1933 from the figure of 16-55 attained in 1931. Train- 
miles per train hour-freight miles have shown continuous 
improvement from 9-63 in 1929 to 13°43 in 1934, and the 
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index figure for 1934 is as high as 189-96, and the more 
gratifying as the improvement has been made without 
any reduction of train loads. The average load of 8-01 
tons per 12-ton wagon unit in 1934 has gone back from 
the 8°43 tons attained in 1933. This is due to the general 
speed up of movement and to the consistent attempts 
made to avoid empty haulage, which was reduced from 
27-11 per cent. to 20-73 per cent. with no diminution in 
the average transit time. The coal consumption figures, 
which appear to be slightly less satisfactory, have again 
been influenced by the larger engines in traffic. 


* * * * 


Overseas Railway Traffics 

Except in the case of the Entre Rios, which now has 
an aggregate increase of £6,559, Argentine railway traffics 
for the 50 weeks of the current year show decreases in 
sterling, though all show an improvement in currency 
except the Buenos Ayres Western which is fast catching 
up arrears in this respect and is now only 64,000 pesos 
behind the aggregate for last year. On the Central Argen- 
tine during the past fortnight there has been a set back 
in currency, due partly, so far as last week was concerned, 
to the occurrence of a feast day. Net increases in currency 
for the 50 weeks amount to 6,419,000 on the Great 
Southern, 6,331,850 on the Central Argentine, 4,131,000 
on the Buenos Ayres & Pacific, 1,508,300 on the Entre 
Rios, and 470,000 on the Cordoba Central. The Canadian 
Pacific has improved its position in gross receipts during 
the past two weeks to the extent of £53,200. 





No.of Weekly Inc.or Aggregate Inc. or 
Week  Traffics Decrease Traffic Decrease 
£ £ £ £ 
Buenos Ayres & Pacific .- SOth 84,882 + 12,427 3,996,493 — 262,037 
Buenos Ayres Great Southern .. 50th 115,824 — 15,918 7,132,022 — 584,486 
Buenos Ayres Western .. . 50th 50,000 + 3,882 2,283,564 331,639 
Central Argentine on 50th 128,644 10,284 6,099,745 472,201 
Canadian Pacific - 23rd 468,000 21,800 10,193,200 — 119,400 
Bombay, Baroda &CentralIndia 8th 256,400 3,450 1,716,525 3,900 
* .* * * 


Ceylon Government Railway 

On the Ceylon Government Railway during the year 
ended September 30, 1934, there was a _ considerable 
improvement in passenger, coaching, and goods traffic over 
the previous year. Better trade and the revival of the 
rubber and other local industries reacted favourably on the 


amount of goods transported by rail. Gross revenue 
improved by Rs. 1,268,820 or 6-44 per cent. in com- 
parison with 1932-33, and there was a reduction of 


Rs. 34,234 or 0-18 per cent. in expenditure. Net revenue 
represents a return of 0°90 per cent. on capital cost, against 
(0-17 per cent. for the previous year, but the interest charges 
of Rs. 6,274,022 cause a deficit of Rs. 4,236,756. 

1933-34 
11,476,539 
1,082,402 


1932-33 
10,854,306 
851,626 


Passengers 


Merchandise, tons 


Train-miles aa 4,243,644 4,137,397 
Operating ratio, per cent 89-44 95-37 
Rs Rs 
Passenger receipts 7,941,379 7,539,419 
Merchandise receipts 10,721,003 9,950,226 
Gross revenue 20,980,422 19,711,602 
Expenditure 18,765,156 18,799,390 


178,000 
2 037,266 


519,850 
392 362 


To renewals fund 
Net revenue .. 


* * * * 


Mexican Railway Results 

Gross receipts of the Mexican Railway Company for 
the second half of 1934 improved by 18-6 per cent. in 
comparison with the second six months of 1933, every 
class of tratfic showing expansion. Working exp: nses 
increased by 9°29 per cent. mainly in consequence of the 
heavier traffic movement, though the operating ratio im 
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proved from 99°52 per cent. to 91°64. Net revenue for 
the half year, at the standard rate of 18 pesos to the £ 
amounted to £29,667, but as it had to meet specia! claims 
by the railway unions of £7,325 and £4,928 for absente; 
tax, as well as £83,987 for debenture interest, the final 
result of the half-year’s working was a net debit of £66,573 
which increases the total debit to £436,871. Some 
operating figures for the complete years 1934 and 1933 are 
compared herewith :— 

1934 33 
Passengers 1,645,747 1,564,184 
Tons (paying) 850,277 11,701 
Train-kilometres 2,335,115 9 1 520) 

Pesos S 
Passenger receipts 3,079,653 2 655,762 
Goods receipts 8,180,337 6,516,520 
Gross receipts 11,919,341 9 745.393 
Working expenses .. 10,666,723 Q 7,397 
Net receipts .. bt a ‘ 1,252,618 17.996 

The moratorium of interest expires early in | and 


owing to the small net returns from the line d s the 
last three years, a further approach to the ck 
holders will become necessary. 


Denture 


4: * * * 


A Record Changes Hands 

After a lengthy innings, the 65-minute run of the Chel- 
tenham Flyer from Swindon to Paddington has now lost 
its supremacy as the fastest start-to-stop journey in the 
world made by the agency of steam. Among the point-to- 
point bookings of the Hiawatha—the new streamlined 
service of the Chicago, Milwaukee, St. Paul & Pacific 
between Chicago and the Twin Cities—is one over the 
43-1 miles from New Lisbon to Portage, 43:1 miles in 
35 min., which works out at 73-9 m.p.h., as compared 
with the 71:4 m.p.h. of the Great Western express. The 
timings of the Hiawatha (see p. 1225) show this to be the 


‘world’s fastest steam-hauled train for the distance covered: 


the 280-8 miles from Chicago to La Crosse are allowed 
4 hr. 11 min., including a stop of 2 min. at Milwaukee, 
and momentary halts at Portage and New Lisbon, and 
similarly in the reverse direction. On the outward journey 
start-to-stop bookings over the four successive stages 
work out at 68-0, 66-4, 71-8, and 67:7 m.p.h., and on the 
return at 69-0, 73-9, 67-2, and 68:0 m.p.h. respectively. 
The Hiawatha’s booked average of 67:1 m.p.h. over 280-8 
miles precisely equals that which will be demanded of the 
L.N.E.R. Silver Jubilee express when the latter begins, 
in October, to cover the 268-3 miles between King’s Cross 
and Newcastle in 4 hr. 


* * * * 

Railway Stores 

The important part played by a stores department in 
the efficient working of a railway is stressed in a paper on 
the subject which we report on page 1226 of this issue. Not 
only have the obvious essentials of maximum quality at 
minimum price to be kept constantly in view, but also the 
business of ensuring an adequate supply at the right 
moment, without maintaining excessive stocks for the pur- 
pose. Some of the demands are seasonal, such as those 
for various classes of permanent way material, due to the 
fact that programmes of renewal are for the most part 
carried out in the spring and the autumn. But the reduc- 
tion of stocks to a minimum has its disadvantages. In the 
matter of steel rails, for example, in preparation for the 
spring the rail contracts are generally placed at or about 
January, with the result that all the railway companies are 
simultaneously pressing the steel manufacturers for imme- 
diate delivery; it is not merely difficult to satisfy all these 
demands, but all the inspection of the rails must be carried 
out at a time when the days are shortest and the worst 
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light conditions prevail. It would be of the greatest assist- 
anct manufacturers if some arrangement could be 
devised of distributing the tonnage of rails, as well as of 


other materials, more evenly over the year. Another good 
point in the paper is the stress laid on the information as 
to nufacturing methods obtained at works by the 
inspecting representatives of the railways; in our judg- 
ment more could be made of this garnered experience by 


the ‘echnical and stores departments of the railways than 
is made at present. 


* * * * 


The Moses Gate Collision 
At Goole Engine Shed box, on the former Lancashire & 


Yorkshire Railway, there was a through road from the up 
main line to the engine shed sidings on the down side, 


with a slip connection on the down main. In advance of 
the latter were the facing points leading either to the North 
Eastern station or to the L. & Y. Goole Docks. A shunt- 
ing movement could therefore be made off the up main 
iny one of three directions, and for this there was one 
signal in common. Nearly fifty years ago the signal in 
question was put to “clear ’’ for a light engine to back 
from the up main to go to the station, but the signalman 
failed first to set the road properly, and the engine ran 
into the engine shed sidings, collided with another engine, 
ind the driver was killed. The company thereupon estab- 
lished the principle of always providing a separate signai 
for each direction, yet this seems not to have been fol- 
lowed when, some thirty years ago, facing points were 
put in the down main line at Moses Gate, near Bolton, 
as the signals for leaving the up sidings there for the 
down main were made to apply either to continuing on 
the down main or going into the down loop. Had there 
been a separate signal for each direction the signalman 
at Moses Gate, on January 18 last, would, presumably, 
have noticed that he had not made the road for an empty 
carriage train to cross from the up sidings into the down 
loop. The collision, as to which we summarise Colonel 
Woodhouse’s report on page 1228 herein, would not then 
have occurred. 


il 


- * * * 


Metal Signal Posts 

The announcement that the L.M.S.R. has decided to 
use metal instead of wood for signai posts, though interest- 
ing, is not a matter for surprise. The colour-light signals 
that are now so widely used have posts of tubular iron, 
and there is the double advantage that, as well as being 
economical, metal posts are a domestic production and 
make the country less dependent upon imported timber. 
To the student of old and new methods the decision is 
interesting in that it is a revival of a very old practice. 
Those railways where the signal equipment was obtained 
from Stevens & Sons—which included all the Scottish 
lines and, among the English, the London & South Western 
in particular—_had the lattice post made by that firm. An 
objection to these posts was that they were less visible 
than posts of wood, so Duttons, of Worcester, added some 





diamond-shaped plates on the front of the post. The 
automatic signals that came from America in the (first 


years of the present century, and were fixed in the 
Andover-Grateley and the Alne-Thirsk installations, had 
tubular metal posts. It remains, however, a matter fo1 
regret that the timber signal post may shortly be a thing 
of the past. It was made with a symmetry and finish that 
pleased the eye, and those features were retained whether 
the signal had two arms, was a bracket post or was fixed 
on a gantry. Its glory began to disappear when the 
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pinnacle on top of the post was replaced by a metal cap, 
and, in the opinion of many, it deteriorated in appearance 
considerably when the upper quadrant movement was 
adopted. 


* * * * 


Locomotive Fuel Economy 

The use of steam to the greatest advantage is naturally 
refiected in the quantity and cost of the fuel burned, and 
so there is everything to gain by adopting wherever pos- 
sible, devices which, without impairing the efficiency of 
the locomotive, make possible a reduction in the amount 
of fuel consumed. In America locomotive boilers and fire- 
boxes are of such large proportions that it has been found 
necessary and economical to resort in large measure to the 
use of mechanical stokers, and in a recently issued state- 
ment on the subject, comparisons were drawn between 
hand and stoker firing in relation to coal consumption. 
It is the practice when approaching what is called the 
‘smoke zone ’’ in any large city, where the emission of 
smoke is an offence, for the fireman of a hand fired engine 
to bank the fire at the back with sufficient coal to see him 
through, and this varies between three-quarters and one- 
and-a-half tons. If the point at which this happens is 
a terminal station where the engine is taken off and the 
fire dumped, this heaped up bank, or what is left of it, 
burned or unburned, goes into the ashpit of the running 
shed, and an analysis of the ash at one of these points 
showed that 34 per cent, of the dumped matter was fully 
combustible. It was further stated that, with stoker- 
fired engines, the coal being sprinkled over made no 
smoke, whilst on arrival at the cinder pit practically all 
the combustion in the fuel had been consumed. 


* * * * 


German Streamlined Locomotives 

As already announced in these pages considerable 
activity is being evinced in Germany at the present time 
in connection with the design and operation of high-speed 
streamlined locomotives. This subject has been dealt with 
in the form of papers to institutions both here and in 
Germany by those best qualified to speak regarding it, 
and a fair amount of information concerning the layout 
of the locomotives so far planned and in some cases built 
has already appeared in our columns. We are able, by 
the courtesy of the Borsig Locomotive Works, to supple- 
ment on pages 1209-17 of this issue the information 
already given, by a detailed and fully illustrated article 
on the three-cylinder single-expansion 4-6-4 type loco- 
motive built by this firm to the order of the German State 
Railway Company, which was designed for 175 km. (108-7 
m.) p.h. and on trial has reached 192 km. (119 m.) p.h. 
between Berlin and Hamburg. It is estimated that when 
the locomotive is developing 2,500-3,000 h.p. and running 
at about 150 km. (93-2 m.) p.h., a saving of about 20 per 
cent. of the power which would otherwise be expenaca, 
is effected by the streamlining, which, in this case, is 
substantially continuous between the locomotive and 
tender; provision is made for ready accessibility to the 
motion work and fittings by numerous doors and shutters. 
li is obvious, of course, that in designing a locomotive for 
very high speeds conjointly with the development of a 
large power output, the braking system must be fully 
adequate and designed to operate in strict relation to 
much faster running than is ordinarily undertaken. In 
this case the brakes are capable of bringing the locomotive 
to a standstili from 175 km. (108°7 m.) p.h. within the 
1,000 m. (1,093 yd.) allowed by the distant signal, whilst 
inductive A.T.C. gear is provided on the engine as a 
safeguard against over running “ stop ’’ signals. 













1200 THE RAILWAY GAZETTE 


The Welwyn Railway Accident 


TM’ WICE within the last two years—May 26, 1933 and 
again on January 25 last—we have spoken of the 
excellent training of the signalmen on the former Great 
Northern Railway. In doing that we were not singling out 
that line for specia! mention but did so because events had 
occurred which make those remarks appropriate at that 
particular moment. Whilst at the time of writing the 
cause of the serious accident at Welwyn Garden City, 
just before midnight on Saturday last, June 15, 1s not 
known, it is very desirable that we should once 
more draw attention to the remarkable freedom 
from accident—minor as well as serious—that charac- 
terises British railways. Take, as is fitting, the 
Great Northern section of the L.N.E.R. as an illustration. 
It will come as a surprise to most people to know that 
it is nearly thirty years since there was an accident to a 
passenger train on that system in which more than one 
passenger was killed. When we say that this reminder 
will be a surprise, we mean that few people will realise 
that the Grantham derailment—the accident we are re- 
ferring to—happened as long ago as September 19, 1906. 
Since then there have been three cases, in each of which 
one passenger was killed. The record of the younger 
sister company in the Southern area—the Great Central 
is better still, as the freedom from serious accident on 
that section extends back to the Wrawby derailment and 
subsequent collision of October 17, 1898. During the 
subsequent 37 years there have been three cases also on 
the Great Central, in each of which there was a single 
fatality. The Great Eastern record is not so good, as 
that was spoilt by the fatal collision at Ilford on the first 
day of that unfortunate year, in respect of railway acci- 
dents, 1915; the previous fatal accident, without any 
intervening minor one, was the fatal derailment at Witham 
in September 1, 1905—thirty years ago. The Southern 
Area, L.N.E.R. has therefore an uncommonly good record 
in this respect. 

A paradox in the matter of railway accidents is that 
British Railway companies have brought their standard for 
safety in operation to so fine a state that when a disaster 
occurs it is so rare an event that their splendid record 
becomes a scourge wherewith they are themselves 
chastised. A popular London daily paper asks: Why 
all the railways cannot be as foolproof as the tubes? 
That is the kind of question that appeals to the average 
reader of today, but fortunately, it does not sink 
deeply into the mind of the average reader and it is a 
waste of energy to point out that on the tube railways all 
the trains run at the same speed; they have a com- 
paratively light load; have a brake system with auto- 
matic stopping gear which cannot readily be applied to 
steam railroads; they are less exposed to bad climatic 
conditions; there are no goods trains and very few 
junctions. As a contrast in criticism we would quote from 
the Manchester Guardian of Monday. After saying that it 
is seven years since the last serious accident on a British 
railway it, remarks that that—the Charfield disaster of 
October 13, 1928—was one of the few British railway 
accidents which in the last generation have had a death roll 
running into double figures. Our contemporary concludes, 
‘Meanwhile, amid our sympathy for the victims of an 
accident of exceptional gravity it is well to remember that 
on British railway systems the liability to casualty is so 
small as one killed in every 380,000,000 carried and one 
injured in some 7,000,000.’’ 

The Ministry of Transport inquiry was being held by 
Colonel Mount, yesterday (Thursday) and so we go to 
press before any facts as to the cause of the accident are 
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publicly known. It is only fair.that we should close 
these remarks by again praising the wonderful record of 
British railwaymen. There are 21,000 locomotives 
and 2,700 electrically-operated motor vehicles, which 
are driven by 32,000 engine drivers and motormen 
and run over 400 million miles a year _ wherein 
their movements along the line are protected by 26,000 
signalmen. Despite the countless millions of movements 
made by these nearly 60,000 men, there have, during the 
last seven years, been only six collisions in which there 
has been a loss of life among the passengers. 


* * * * 


Safeguarding the Railway Passenger 


OLLISIONS between two trains running on the same 
pair of rails have three possible causes: defective 
or improperly operated signalling, failure on the part of 
the enginemen to observe the signals, or some mechanical 
defect to prevent the enginemen controlling the speed of 
the train. It is well known that on British railways the 
signalling system has been highly developed and the risk 
of mechanical failures is very small. There is, however, 
the slight risk of failure of the human element, such as 
the signalman forgetting the presence of a train on the 
line and clearing a section which is actually occupied. 
This risk is virtually eliminated where automatic signal- 
ling is installed. Failure to observe signals, and the over- 
running of those which display a “‘ danger ’’ aspect, are 
greater risks, and the more general cause of collisions. 
Only the installation of a complete system of automatic 
train control can eliminate this risk. Such a system auto- 
matically brings a train to a standstill should it overrun 
a signal at danger, and in its perfected form, as now 
adopted by the German State Railway, and described in 
our issue of September 7 last, this system will bring any 
train to a standstill before it can reach another train in the 
section. Incidentally, by a slight elaboration of this sys- 
tem, speed restrictions can be automatically enforced, 
thus doing away with the risk of derailment due to their 
non-observance. The third possible cause of collision, 
a mechanical defect such as a brake failure, is already 
almost completely eliminated by the installation of con- 
tinuous brakes on all passenger trains, any defect of which 
automatically brings the train to rest. The figures quoted 
in our first editorial above are the best testimony to the 
comparative insignificance on British railways of the risks 
enumerated. 

In their endeavour to improve still further the safety 
of travelling by train, those responsible are faced with 
great difficulties. If money were no object there is little 
doubt that the risk of serious railway accidents would 
soon be all but eliminated. There would be no hesitation 
in installing a comprehensive system of automatic train 
control; signalling would be brought to the state of almost 
complete perfection which now prevails on certain of the 
principal railways of the U.S.A.*; and, in fact, all the 
possible safeguards against collision and derailment would 
be taken—regardless of cost. The final safeguard would 
be the strongest possible construction for rolling stock. 
This precaution would be unnecessary if only the risk of 
collision had to be taken into account, because of the 
virtual elimination of that risk by the precautions already 
suggested. There are, however, other accidents than those 
caused by collisions between two trains, such as derail- 
ments due to mechanical defects or floods and other 
natural causes. In such accidents the greatest safeguard 
to passengers is that type of carriage which offers the 





* See THE RaILway Gazette of March 22 last, pages 552-555. 
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greatest resistance to collapse. In a collision, _ _—. 
ally to a minor degree in other types of accident, - e 
trains involved are subjected to a change in velocity which, 
depending upon their initial relative speeds and weights 
may produce disastrous results. There may be an 
enormous dynamic energy to be dissipated almost instan- 
taneously and on the spot, resulting in the telescoping and 
throwing about of vehicles. The stronger the construction 
of the vehicles, the less is the risk of telescoping and 
veneral collapse. Telescoping certainly absorbs energy 
and gives a beneficial cushioning effect on the remain- 
‘ne vehicles of the trains, so reducing the damage to them, 
but at the cost of annihilation to any passengers who may 
be in the telescoped carriages. Any picture of telescoped 
carriages, demonstrates this point. If the rolling stock is 
strongly enough built to resist telescoping, the energy must 
be absorbed by the spring buffers and the throwing about 
in ‘‘ star ’’ formation of some of the vehicles. Telescoping 
is a danger the results of which, it is generally conceded, 
are such as to justify every effort towards its removal. 
That being agreed, the strongest type of passenger carriage 
must be the safest. 

Unfortunately the British railways, whose adminstrators 
are well aware of the possibilities of perfection, are pre- 
vented from doing all they might because it is necessary 
that they should not expend more than their incomes 
justify. It therefore becomes a question of the most 
judicious laying out of their available funds. Signalling 
is being developed as fast as circumstances permit, and the 
risk of collision is already very small. The rules and 
regulations, and the training and selection of enginemen, 
are such as to reduce the risk of the overrunning of sig- 
nals also to a minimum. Nevertheless, collisions do occur 
and the question of the best type of rolling stock to with- 
stand collisions is a serious one. The type generally used 
on British railways is what has been termed of semi- 
steel construction, that is, the underframe is of steel but 
the superstructure is generally of timber framing with 
external sheet steel panelling. On two of the main line 
railways the automatic buck-eye type of coupler and the 
Pullman type of vestibule are used, and it has been shown 
by several accidents that these give very considerable 
strength. The buck-eye coupling is stronger than the 
ordinary screw and link coupling, and where the latter 
gives way and enables one coach to ride over and tele- 
scope another, the former will hold and reduce the risk 
of telescoping. Welwyn provides an outstanding example 
of the safeguard provided by this type of coupling. The 
Pullman type of vestibule amounts in effect to a strengthen- 
ing of the end of the coach, but alone would not provide 
that safeguard against telescoping that the buck-eye 
coupler does. It was notable at Welwyn that the coaches 
of modern semi-steel construction with the type of coup- 
ling and vestibule connection just mentioned were very 
little if at all damaged, regardless of the fact that some of 
them were in that part of the colliding train generally most 
susceptible to damage in collision. On the other hand, 
the coaches of older construction with screw couplings 
were very badly damaged and it was in these vehicles 
that most of the casualties occurred. We have tried to 
state the position as it appears to us and we think that 
on the whole, taking all the circumstances into account, 
the policy of the British main line railways is the wisest. 
We should certainly be the last to criticise it, although 
we may deplore the circumstances in which, at a time 
when the manufacturers of railway equipment of all sorts 
are soliciting orders, and the railways, at home and ove-- 
seas, on their side need the equipment that could 
be so readily provided, the desires of neither can be 
fulfilled. 


train 
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The U.S.A. Railroad Retirement Act 


ALTHOUGH the recent decision of the United States 

Supreme Court that the National Recovery Act is 
unconstitutional has for the time being made its earlier 
pronouncement of May 6 as to the invalidity of the Rail- 
road Retirement Act seem somewhat academic, yet the 
terms of the measure itself are interesting enough to be 
placed on record. The Railroad Retirement Act estab- 
lished a compulsory retirement and pension system for all 
carriers subject to the Interstate Commerce Act, and it had 
been estimated that it would cost the railroads not less 
than $60,000,000 for the first year, and probably very 
much more in subsequent years. The contributions to 
the retirement fund were to be based on a payment by 
employees of 2 per cent. of their salaries and wages, plus 
a payment of double this amount by the railroads. The 
annuities were to become payable at the age of 65 (by 
agreement, retirement could be deferred until 70), or, at 
the option of the employee, at any time between the ages 
of 51 and 65, in the case of employees. having 30 or more 
years’ service. The validity of this legislation was con- 
tested by 134 Class 1 railroads, two express companies, and 
the Pullman Company, on the grounds that numerous 
features of the Act denied due process of law by taking 
the property of one and bestowing it upon another, and, 
further, that the requirement of pensions for railroad 
employees was not’a regulation of interstate commerce 
within the meaning of the Constitution. On October 24, 
1934, the Supreme Court of the District of Columbia held 
the Act to be unconstitutional, a finding which was later 
confirmed by a five to four majority of the Supreme Court 
of the United States. 

In the course of its examination of the proposals, the 
Supreme Court found much to support the claims of the 
railroads. For instance, the Act made eligible for pensions 
all persons who were in carrier service within one year prior 
to its passage, irrespective of any further re-employment. 
Approximately 146,000 persons were thus included in the 
provisions of the Act who had left carrier service during 
the year preceding the enactment of the legislation, includ- 
ing thousands who had been discharged for peculation 
and other offences, or had resigned in order to take 
more remunerative posts. The Court regarded it as arbi- 
trary in the last degree to place upon the railroads the 
burden of gratuities to thousands of persons who, for 
diverse reasons, had resigned or had been dismissed the 
service. The statute also provided that in the event of 
the re-employment of persons with previous railroad ser- 
vice, the prior service was to be reckoned in computing 
the annuity payable at 65 years of age. The Supreme 
Court condemned this provision as being not only retro- 
active in that it resurrected for new burdens transactions 
long since past and dead, but as constituting a naked 
appropriation of private property upon the basis of trans- 
actions with which the owners of the property were never 
connected. Other features of the Act unfavourably com- 
mented upon, included the absence of any special length 
of service in order to qualify for a pension; the payment of 
annuities to thousands who would have contributed nothing 
to the fund; and the option granted to employees with 30 
or more years’ service to retire at any time between the 
ages of 51 and 65. 

Apart from its contravention of the due process of law 
principle, the Supreme Court found that the Act was not 
in purpose or effect a regulation of interstate commerce 
within the meaning of the Constitution. Before arriving 
at this decision, the Court gave careful consideration to 
the several purposes expressed in the Act, among which 
may be mentioned the following: to provide ‘‘ adequately 
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for the satisfactory retirement of aged employees ’’; to 
make possible greater employment opportunity and more 
rapid advancement; to provide by the administration and 
construction of the Act ‘‘ the greatest practicable amount 
of relief from unemployment and the greatest possible use 
of resources available for said purpose and for the pay- 
ment of annuities for the relief of superannuated em- 
ployees.’’ The supporters of the Act were bound to admit 
that, laudable though these provisions were from a social 
point of view, they had no reasonable relation to the busi- 
ness of interstate transportation. The Act, however, con- 
tained another purpose, namely, the promotion of 
‘ efficiency and safety in interstate transportation,’’ and 
it was upon this purpose that the supporters of the Act 
based their claim for the legitimacy of the legislation. The 
promotion of safety and efficiency was to be achieved by 
the reduction of the undue proportion of elderly men now 
employed by the railroads, and by the improvement of 
morale arising from an increased sense of security. With 
regard to the proposed employment of fewer older men, 
the Court was faced with overwhelming evidence proving 
that older workers cause fewer accidents than younger, 
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and that, in step with the alleged increase in the employ- 
ment of older men in recent years, the operations of ti 
railroads have increased in efficiency. Faced by this 
evidence, the Court found that, though the scheme might 
bring about certain social benefits, it could have no relation 
to the promotion of efficiency, economy or safety by sepa- 
rating the unfit from the industry. With regard to the 
anticipated increase in efficiency arising from the impyove- 


ment of morale in consequence of a more assured outlook, 
the Court could not admit that the fostering of a con- 
tented mind on the part of an employee by legislation of 
this type was in any just sense a regulation of interstate 
transportation. The opinion of the Court concluded with 
the statement that the Act “‘ is an attempt for social ends 
to impose by sheer fiat non-contractual incidents uj the 
relation of employer and employee, not as a rule or regu- 


lation of commerce and transportation between the siates, 
but as the means of assuring a particular class of em- 
ployees against old age dependency. This is neither a 
necessary nor an appropriate rule or regulation affecting 
the due fulfilment of the railroads’ duty to serve the public 
in interstate transportation.’’ 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Locomotive Power 


Central Uruguay Railway, 
Montevideo, 
May 11 
To THE EpiTtor OF THE RAILWAY GAZETTE 

S1r,—I observe in your issue of April 12 an editorial headed 
‘ Locomotive Power,’’ and as the said editorial contains such 
remarkably uninformed comment respecting the subject it 
deals with I consider it necessary to call attention to same. 

It would appear that the writer has assumed, because he is— 
apparently—ignorant of many phases of locomotive design 
and application to railway work, that those in charge of 
locomotives are equally misunderstanding them. 

It is hardly informative to read, for instance, that the 
capabilities of a locomotive ‘‘ are related in some way to the 
dimensions of its various parts,’’ &c., &c., nor is it correct 
to be told that ‘“ railway services to be worked by steam 
locomotives are still organised almost anyhow.”’ 

Further on it is stated ‘‘ Time keeping is assured by allowing 
steam trains three or four times the interval commonly 
allowed to electric trains at stations, and by granting a degree 
of latitude to the driver in the handling of his engine which 
must be accounted little short of barbarous,” &c., &c.; both 
these statements definitely disclosing lack of knowledge of the 
real conditions by whoever penned same. 

Further on in the article there is a statement introducing 
the safety factor; this being a general engineering procedure 
having practically nothing to do with what the rest of the 
article deals with, viz., the capabilities of a locomotive due to 
the proportioning of its major power-producing features (7.e., 
‘ratios,’ &c.) and its effective and proper utilisation in 
service. 

You are entirely correct in characterising a railway as a 
factory producing ton-miles—although you would have been 
more exact if you had stated “ ton-miles-per-engine-hour,”’ 
which is the ultimate factor making or marring a railway’s 
service to the public and its productivity to the shareholders. 

If it is true that what is stated in the last paragraph of 
the article that ‘‘ what the prevailing ignorance entails in the 
way of wasted opportunities and wasted materials no one 
can say,’’ refers to any of the English or European railways, 
I can quite well leave those concerned to deal with your 
article. In regard to overseas railways, however, such matters 
as cost-per-ton-mile and per-engine-hour, as also the funda- 
mental problem of getting out every pound of tractive effort 


from locomotives has, and has to be, studied very closely 
abroad because—as you so truly suggest—a very small 
difference in the cost-per-ton-mile may mean all the difference 
between a railway paying a dividend and being just on the 
bankruptcy side by its working. 

Your object in commencing a new series of technical articles 
dealing with the measurement of locomotive power and the 
modes of estimating its capabilities from its designed dimen 
sions is a splendid one, but there appears no need for bringing 
it to notice through the suggestion that locomotive designers 
and users know very little about what they are doing. 

P. C. DEWHURST, 
Chief Mechanical Engineer 

[We fear that our correspondent has completely misunder- 
stood our editorial article. That efficient steam locomotive 
operation is hampered by ignorance of the precise laws 
governing locomotive performance has been emphasised 
repeatedly by prominent locomotive engineers themselves, 
and has given rise to the widespread demand for a locomotive 
testing station in this country. The fact that electric loco- 
motives are so much better understood casts no reflection 
upon steam locomotive engineers, but emphasises the far more 
complicated and intractable problems of the steam locomotive. 
Those problems, unless we are mistaken, remain as unsettled 
in Uruguay as they are elsewhere, and at the present moment 
are attracting the closest attention of locomotive engineers in 
Europe and in America.—-Epb. R.G. 








FURTHER SOUTHERN RAILWAY ELECTRIFICATION PROPOSALS. 
—A Press Association message reports an official of the Southern 
Railway as stating that plans had been prepared for extending 
electrification to Portsmouth by the Direct line, and also, of 
course, the main line from Hampton Court Junction to 
Guildford via Weybridge and Woking. It will be recalled 
that the Woking line was included among the plans of the 
old L.S.W.R. for conversion, but was not actually comprised 
in the scheme as carried out by the Southern Railway. Another 
scheme under consideration was the extension of electric 
traction along the coast line from West Worthing to Ports- 
mouth, but each scheme was at present in embryo form and 
could be carried out probably only with a Government loan 
guarantee similar to that proposed for London Transport 
developments. The traffic on the Portsmouth Direct line 
has become very dense, particularly in summer, owing largely 
to the increasing popularity of the Isle of Wight. 





YViIiM 


i Ce oh, at et ok hk hb. 


sit 


Sei 
Or, 


pr 
rai 
fol 
at 








June 21, 1935 


THE RAILWAY GAZETTE 


PUBLICATIONS RECEIVED 


Railway and Canal Traffic Cases. 


Vol. XXI. By Eric F. M. Maxwell. 
Londor Sweet & Maxwell Limited, 
9 and 3, Chancery Lane, W.C.2. 93 in. 
a G61 in. 164 pp- Price 30s.— This 
yolume contains reports of 14 leading 
railway cases which were decided during 
th irs 1931 to 1934 inclusive, in the 
Ki Bench Division, by the Rail- 
wav and Canal Commission, and by the 
Railway Rates Tribunal. They include 
the famous Robinson’s case, in which 
the Railway Rates Tribunal in Novem- 
ber, 1932, refused to sanction an applica- 
tion by the Great Western Railway 
Company for a flat rate of 7s. 2d. a ton 
for oilcake and feeding stuffs forwarded 


on account of J. Robinson & Co. to 
2908 stations from Avonmouth docks. 
Another case of interest was that of the 
Association of Master Lightermen and 
Bargeowners v. Southern Railway Com- 
pany. In that case the association had 
complained that an inclusive charge of 
35 10d. a ton for wharfage charges and 
for collection and delivery by lighter by 
the railway company’s accredited agents 
to and from its wharves on the Thames, 
constituted an undue preference as 
against competing lightermen, who were 
charged Is. 6d. for the same wharfage 
services as the accredited agents had 
for Is. The Railway and Canal Com- 
mission, after hearing evidence at some 
length, decided that there was a pre- 
ference, but that in all the circumstances 
it was not undue, and the Court of 
\ppeal saw no legal reason for disturb- 
ing this finding. There are also two 
decisions of the Commission in appeals 
on assessment questions. In addition, 
the volume contains a useful digest of 
13 cases relating to railways and docks 
which were decided in the Superior 
Courts of Law at various dates from 
1930 to 1933 inclusive. 

Die Rangiertechnik im Europai- 
schen Ausland (Technical Develop- 
ments in Marshalling Yard Working on 
the Continent, outside Germany).- By 
Regierungsbaumeister a. DTD. ‘Wenzel, 
Berlin-Siemensstadt : Publication No. 
282 of the Vereinigte Eisenbahn-Signal- 
werke. 14 pp. 11} in. 8} in., 14 
figures and _ illustrations. Reprinted 
from Verkehrstechnische Woche, No. 
10/11, 1935.—Although some attempts 
were made long ago to facilitate mar- 
shalling yard work by the construction 
of special apparatus and the adoption 
of special methods of working, it was 
not until after the war that any really 
decisive steps were taken in _ that 
direction, either in Europe or America. 
In Europe the greatest activity was in 
Germany, where the critical economic 
situation and its effects on railway 
traffic provided a great stimulus to the 
search for cheaper methods of working, 
or, to use an expression now fashionable, 
‘rationalisation.”’ The apparatus first 
produced there was shown at the Seddin 
railway exhibition in’ 1924, and in the 
following ‘year an installation was made 
at Hamm, in Westphalia, which resulted 


in attention being strongly directed to 
the subject in Europe generally. In 
the United States, too, engineers had 
not been idle, and soon yards were at 
work equipped with apparatus of dis- 
tinctively American design. 

The last ten years have seen a good 
deal of theoretical work, as well as a 
steady improvement in the practical 
construction of equipment of all kinds 
for marshalling yards, with the result 
that large savings have been made by 
many railways. Some of the yards, 
such as Whitemoor in England, Lille 
and Trappes in France, and Basle in 
Switzerland, have been described in our 
pages. In the present publication Herr 
Wenzel gives an outline of the develop- 
ment of the subject and discusses the 
points of view adopted in countries out- 
side Germany, with some interesting 
details explaining what has been done 
there and the characteristics of the 
various yards. The systems of magazine 
control for points in gravity yards such 
as the Siemens & Halske, A.E.G., Lévi, 
Descuhes, and Abeloos, are discussed 
and their chief features summarised, as 
well as the cable-controlled brake-shoe 
methods of Deloison and others. A 
number of statistical and engineering 
details referring to siding layouts and 
capacity, gradients, disposition of points 
and rail brakes, with economic results, 
complete Herr Wenzel’s review of a 
fascinating side of modern railway 
science. The text is written in a very 
clear style, the illustrations are good 
and the publication excellently pro- 
duced. 


Rolled Steel Products. — The 


Appleby-Frodingham Steel Co. Ltd. 
which is associated with the United 


Steel Companies Limited, has sent us 
a copy of a publication which it has 
recently issued and in which a mass of 
statistical and descriptive data is given, 
together with a quantity of general 
information, mathematical tables, and 
formule and conversion equivalents. 
The publication is removed in style 
from the ordinary catalogue and any- 
one into whose hands it may come 
will have acquired what is virtually a 
text book giving details of many 
different forms of steel sections and 
their properties adaptable to a wide 
variety of purposes and_ industries, 
whilst as an aid to engineering calcula- 
tions when steel structural work is 
being carried out, the book appears to 
us to be invaluable. It is very strongly 
bound in stiff covers and contains 
356 pages, including a _ well-arranged 
index. 

In the preface it is recorded that the 
Frodingham works of the company 
began operations as long ago as 1865. 
The plant, however, has been steadily 
remodelled and renewed so as to place 
and maintain it in the forefront of 
British steel works. The company’s 
Appleby works adjoin the Frodingham 
works and are under the same manage- 
ment. This section dates from 1875, 
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and more recently there has been added 
a steelworks embodying the most 
modern plant. These works are capable 
of turning out over 8,000 tons of steel 
weekly, and in addition the plate mills, 
having one of the finest layouts in the 
country, are equipped with every 
possible mechanical aid. All steel 
supplied is made by the open hearth 
process and manufactured under the 
British steel mark. Fully equipped 
chemical laboratories and a series of 
testing machines make it possible for 
the skilled staff to carry out both 
mechanical and chemical tests. The 
volume as a whole is very well produced 
and represents a high standard of 
industrial literature. 


Overhead Line Equipment.—The 
Electrical Equipment & Carbon Co. 
Ltd., Bank Buildings, 107-111, New 
Oxford Street, W.C.1, sends a catalogue 
of Nevel accessories for overhead elec- 
trical transmission lines. These com- 
ponents, which cater for all the ordinary 
requirements of connection, suspension; 
and insulation, are very strongly made 
of materials offering the maximum 
resistance to corrosion. Among them 
may be mentioned the Nevel line taps, 
specially designed to facilitate erection 
and comprising three parts only. When 
used with Nevel Bakelite shrouds, these 
form a perfect electrical and mechanical 
connection, completely insulated. 


Conveyor and Elevator Chains .— 
The Renold & Coventry Chain Co. Ltd., 
Renold Works, Didsbury, Manchester, 
sends an illustrated folder setting out 
the qualities in Renold chains which 
make them particularly suitable for 
use in conveyors and elevators. Among 
these are absence of slip and creep, 
ensuring the synchronisation of pro- 
cesses, and negligible maintenance re- 
quirements. The folder serves as a 
preliminary announcement of a new 
chain catalogue conveying full data 
regarding modern conveying and ele- 
vating practice. Valuable features of 
this publication, which will shortly be 
available, are charts specially prepared 
to simplify chain selection for various 
duties, and revised particulars of the 
applicational characteristics of the 
different types. 


Steels for Special Purposes.—The 
English Steel Corporation Limited, 
Vickers Works, Sheffield, sends part 3 
of a summary of standard steels, the 
present section dealing with those for 
special purposes. The symbol, analysis, 
heat treatment particulars, and details 
of mechanical tests are given for nine 
varieties of steel, among which may be 
mentioned copper-molybdenum for 
boiler and superheater tubes and boiler 
drums, high creep-resisting steel for 
superheater studs and bolts subjected 
to temperatures up to 550° C., and 
silico manganese for springs. Other 
purposes for which steels are recom- 
mended are for use in high-pressure and 
high-temperature steam generating 
plant, ball and roller bearings, and 
duties where great resistance to wear 
and abrasion is called for. 


































































THE SCRAP 


A sum of £960 is to be distributed to 
charity as a result of the L.N.E.R. rail- 
way exhibition at Stratford in the early 
part of May. During three days over 
32,000 visitors went to the exhibition. 

* * * 


A party of 120 Scottish agriculturalists 
will leave Aberdeen on the night of 
Monday, July 1, travelling by L.N.E.R., 
for a two-day visit to the Royal Agri- 
cultural Society’s Show at Newcastle. 
The party will travel in four third class 
sleeping cars. It will not be necessary 
for the Aberdonians to secure hotel 
accommodation at Newcastle for their 
stay at Tyneside over Tuesday night, 
as they will sleep in the coaches in 
which the journey to and from Scotland 
will be made. The coaches will stand 
at Tynemouth for the Tuesday night, 
and the return journey to Scotland 
will be made from Newcastle about 
10.30 p.m. on Wednesday, July 3. 


* * ra 
Over 2,000 suggestions a year for 


the improvement of tools, equipment, 


working, and housing conditions are 
received by the Canadian National 


Railways as a result of a maintenance 
of way co-operative plan instituted five 
years ago. Out of the total of 10,000 
suggestions more than half have been 
adopted, and over 8,000 have come 
from representatives of the permanent 
way men, who have their own organisa- 
tion, known as the Brotherhood of 
Maintenance of Way Employees. 


* * * 


Friend (to ‘‘ railway expert ’’).— 
‘Some of the signals go up for safety 
and others down; why the difference?’’ 

‘* Railway Expert.’’—‘' Well, you 
see, it’s to tell the driver whether he’s 
going uphill or down 

Friend.—‘‘ But I feel sure I’ve seen 
both kinds on the level.”’ 

‘Railway Expert.’’—‘‘I know; 
they’re very careless in such matters 
on railways nowadays. Most uncom- 
plaining lot, these engine drivers, I 
must say.”’ 

* * * 


A Scottish railwayman who, with the 
aid of a boring brace, zinc pails, and 
an accomplice, tapped seven gallons of 
whisky from a cask in a wagon at 
Boat of Garten, was recently sentenced 
to imprisonment at Inverness Sheriff 
Court. His apprehension was no less 
ingenious than the crime, for a detec- 
tive who learned that the suspected 
man was shortly going to a wedding 
at Bridge of Weir, decided to travel 
with him. On the way his prospective 
victim waxed merry and offered him 
a drink. The trained palate of th: 
law’s representative at once recognised 
the beverage as proof whisky, and he 
offered his quarry a _ half-bottle of 
ordinary whisky in exchange. The 
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bargain was accepted, so that a valu- 
able piece of incriminating evidence 
passed into the hands of justice. On 
arrival at his destination, the wedding 
guest was questioned regarding the 
depleted casks at Boat of Garten, and 
in view of the spirit in his possession, 
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A curious reminiscence of the British 
share in the origin of the French and 
Belgian railways exists in the fact that, 
contrary to the French rule of the road, 
which is for vehicles to take the right 
side, trains take the left line on the 
railways, as in England. The first 
builders of railways in France and 


locomotives for Belgium being British 
and nearly all the drivers and even train. 
men, for many years, being also British 
these pioneers naturally followed the 


his protestations of innocence were con- rules they had learned in their home 
sidered sufficiently unconvincing to country, and taught them to their 
warrant his detention. French colleagues. 
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London and M 

The 
leave them leisure 
The 12.0 Midnight Train from London leaves 
placed at the Platform st London ready for departure st 10.0 p.m., 
after that hour 

FOR LADIES TRAVELLING ALONE « separate Saloon 
asdvance The charge is the same per 


PM na Rosenpnirgentnntnent Sse Sseaidie tye hanes een See ae are attached can 
Marple, and Passengers to and from Lhverpool can in like 


SLEEPING CARS on arrival at Liverpool, Leeds, Edinburgh, Glasgow, and London respectively, are placed aside, and Passengers msy 
St Pancras at 12.0 o'clock on Ssturday nights, but does not ran on Sundey 
end Passengers Berths 


is reserved in the 
Passenger as for Sleeping Berths in Genera! Saloon. 


@vatl themacives of those Cars between 
‘ovat! themselocs af the Core running to ond from Manchester between 


—_ This Train ts 
may enter their at apy time that thelr convenience 
eons Gus. Berths wil] be secured on spplication being made 





PULLMAN DRAWING ROOM OARS . 


RUN BETWEEN 


BIRMINGHAM & LEEDS, and BIRMINGHAM & BRISTOL, 


AS FOLLOWS :— 











BIRMINGHAM aAnpD LEEDS. BIRMINGHAM anpD BRISTOL. 
The Charge for each Geat in addition to Ordinary First Class The Charge for each Geat in addition to Ordinary First Class 
Fare, is ss. Fare, is 18. 6d. 
am pm am pm am pm am p.m. 
@irmingham (fy: Leeds .......... dep. 10.40 430 Bristol dep. 826 32 
‘Now St.).... dep. 1030 460 (New 8t).. — 840 285 
cooee arr 200 015 (New St)..... arr, 240 815 sooee 1150 6.65 (New St.)..... arr. 1.17 60 








6 Passengers can join or leave the Cars at any of the intermediate Stations at which the Trains call, except by the Scotch Bzpresses, between the 
Ftations to end from which thoes Trains are prohibited from conveying Passengers locally. 





it, and Pa 





To or from Edinburgh, Glasgow, and Carlisle, 8s. ; 


Densr, 1878. 








THE PULLMAN CARS are comfortably WARMED and well VENTILATED, fitted with Lavatory, ant commana tv 0 Guan 
4a holding Pirst Class Tickets can avail themselves of them on payment of Additional Charges, as under 


DRAWING ROOM CARS. 


toate. Livepeet. Manchester. Leods. Carlisle. ep. Edinburgh 

* a! a. a ad ea 
London 8 $ 8 0 80 40 5 % 6 0 
Leicester ; 1 6 20 16 1 6 8 0 46 46 
‘lrent (for Nottingham) 20 1 6 10 10 26 40 40 
derby 20 16 10 16 ; aie a 
Sheffield 2 6 P 10 
Leeds 3 0 gietee =e nies er 
Skipton 8 6 16 26 26 


SLEEPING CARS, 
to or from Manchester, ss. 
63., except by the Scotch Express Trains, the minimum charge for a Berth by these Trains, to or from any Station, being 8. 


; between all other Engtish Stations enumerated above, 





JAMES ALLPORT, General Manager. 











A correspondent sends us, the page reproduced above from the public 


timetable for February, 1878, of the 


old Midland Railway, showing the 


Pullman facilities and charges on the often-forgotten services to the west 
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RAILWAY AFFAIRS 


(From our special correspondents) 


KENYA & UGANDA 


Railways and Harbours Traffics 
I tonnage dealt with during the 


first ree months of 1935 may be 
; ed with those for the corre- 
S| period in 1934 as follow :— 
1934 1935 Increase 
‘ Tons Tons per cent. 
Tot xport ; , : 
tt 76,028 106,201 39 -69 
[ot import 
tl railed saa il 
f Killindini 22,466 26,178 16°52 
lot public = hes 
t ... 209,657 243,095 15-95 
lot trail . i ¥ 
532,493 628,710 18-07 


NEW ZEALAND 


A Two-Million Rail-Road Project 

Several progress leagues in the South 
Island have combined to promote a 
comprehensive scheme for the com- 
pletion of the South Island main trunk 
railway, and also to construct a 
powé r-house and dam on the Clarence 
River for the electrification of North 
Canterbury and Marlborough, and for 
the establishment of a railway-high- 
way. The latter, it is claimed, would 
absorb between 4,000 and 5,000 un- 
employed at standard rates of pay, 
ind would cost less than £2,000,000, 
an expenditure that might be borne 
by contributions from the Highways 
3oard and the Unemployment Board. 
It is understood that the Prime 
Minister will be asked for an enabling 
Bill for a loan of up to £2,000,000, 
which could be obtained at 3 per cent. 
It is stated that the unfinished line 
is at present costing the Government 
£65,000 a year. 


RHODESIA 


Improved Excursion Fare Facilities 

The Rhodesia Railways administra- 
tion has recently introduced a further 
cheap travel facility over its lines which 
should increase passenger traffic. The 
new arrangement is the issue of excur- 
sion tickets at single fare plus 20 per 
cent. for return journeys, to parties of 
four or more adult first or second class 
passengers. The tickets are available for 
three months and the journey may be 
broken anywhere on both forward and 
return journeys, provided the members 
of the party travel together in both 
directions. The facility will also 
operate in through bookings with the 
South African Railways, over which 
lines ‘‘ party of four ’’ excursions have 
been in force for some years. 

Round Rhodesia Touring Train 

An enterprising venture by the 
Rhodesia Railways met with consider- 
able success this Easter, when the first 


special touring train was run in Rho- 
desia. Leaving Bulawayo on Thursday 
evening, April 18,-five nights and four 
days were spent in a combined rail and 
motor tour of many of the most attrac- 
tive tourist resorts in Southern Rho- 
desia, return to the starting point being 
made on Tuesday morning, April 23. 
Visits were paid to the Zimbabwe ruins, 
Sinoia Caves, Vumba Mountains, Um- 
tali, the Mazoe Dam, and Salisbury. 
Most of the train travel was performed 
at night, leaving the days free for sight- 
seeing, part of which was done by motor- 
car. The train consisted of first class 
saloons—with not more than two pas- 
sengers in a compartment—dining car 
and observation car. A fare of £11 10s. 
from Bulawayo covered the whole cost 
of a very pleasant week-end tour. 


INDIA 


New Howrah Bridge 


It is understood that tenders sub- 
mitted for the construction of the new 
Howrah Bridge are now being con- 
sidered by the Consulting Engineers, 
Messrs. Rendel, Palmer and Tritton. 
Three prominent bridge-building con- 
cerns in India have recently formed a 
combine, registered as the Braithwaite, 
Burn and jessop Construction Co. Ltd. 
This company’s is the only tender from 
India. It is gathered that the combine 
will work in collaboration with the 
Hindusthan Construction Co. Ltd. in 
respect of the foundations of the bridge. 
The latter firm has almost completed 
the foundations of the Nerbudda 
Bridge at Broach (B.B. & C.I.R.), and 
Braithwaite & Company has also an 
excellent record of bridge construction 
in this country. The total cost of the 
new bridge, including land acquisition 
and approach works, has _ been 
estimated at over £2 millions, nearly 
equal to the cost of the 15-span 
Hardinge Bridge. The Howrah Bridge 
will be a single span structure designed 
to carry a wide public highway and a 
great volume of city traffic between 
Calcutta and Howrah. Provision is 
made for laying tram lines on the 
bridge. 


Railway Development in Mysore 
The foreign trade of Mysore State has 
to contend against a heavy handicap 
in the matter of transport. Goods 
intended for Europe have to be sent by 
rail over a distance of about 800 miles 
to Bombay, or about 450 miles to the 
Portuguese port of Mormugao. To 
remedy this disadvantage, the State 
authorities have long had under serious 
consideration the extension of the 
Mysore Railways to Bhatkal, on the 
west coast in British territory. It was 
possibly in furtherance of this project 
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that the Shimoga-Arasalu line was 
recently extended by about 9 miles to 
Anandapur, and that a further exten- 
sion of 16 miles to Sagar, bringing the 
railhead nearer the Gersoppa Falls, 
has now been sanctioned. The Sagar 
extension is estimated to cost nearly 
Rs. 13 lakhs. As the construction 
will be begun almost immediately, an 
allotment of Rs. 3 lakhs will be made 
in the next budget. It is estimated 
that the new line will yield a net 
annual income of Rs. 43,700, based on 
the results of a traffic survey carried 
out during a period of severe trade de- 
pression. With the return of normal 
conditions the direct and indirect earn- 
ings from the proposed railway are 
expected to be substantially higher 
than the figures in the present traffic 
estimates, 


SPAIN 


New Debenture Capital 


The Minister of Public Works has 
tabled in Congress a Bill providing for 
the issue by railway companies, with 
the authorisation in each case of the 
Ministry, of debentures to the extent 
of 20 per cent. of the real capital fixed 
in each case by the Superior Railway 
Council, and with periods of amortisa- 
tion extending beyond the date of 
termination of the respective conces- 
sions. Such debentures may be 
devoted not only to new works and 
betterments, but, to the extent of one 
third, to covering working deficits. 
The interest, insomuch as it cannot be 
met out of receipts, after meeting 
working expenses, pensions and _ all 
prior charges, will be guaranteed by 
the State within the limits of the 
amounts provided in the Public Works 
budget for new works and betterments. 

It is hoped that this railway bill 
will go through Congress practically 
unaltered. It will not affect the 
smaller railways but it is regarded as 
something akin to a charter for the 
two principal companies, the Norte 
and the Madrid, Saragossa & Alicante. 
For the programme of new works and 
betterments on both systems has been 
more or less in suspense for the last 
four years since the first Government 
of the Republic questioned the juridi- 
cal validity of the Railway Statute 
promulgated by the Military Director- 
ate in 1924, under which the State was 
to find capital for new works and 
betterments. 


The Railway Statute 


It is said on gcod authority that the 
Government has decided to remit the 
railway problem to the Council of 
State, for a decision as to the exact 
legal position of the railway companies 
in relation to the State. The status 
of the companies prior to 1924 was 
that of concessionaires of public utility 
services, most of the concessions being 
for 99 years. In 1924 the so-called 
Railway Statute was promulgated by 
the Military Directorate, and a con- 
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sortium was established between the 
State and the companies, under which 
the tariffs were to be readjusted to 
cover working expenses and interest on 
capital, the State finding the capital 
for new works and betterments. In 
this way about a thousand millions of 
pesetas were furnished out of a special 
railway loan, but the consortium as 
regards the re-adjustment of tariffs was 
never made effective, and the result is 
that the State is paying interest on the 
loan, but not getting anything out of 
the railways for the use of capital. 
On the other hand the railway com- 
panies are still paying the increases 
in wages imposed by the Government 
in 1920 and other enhanced costs due 
to social legislation, although the sub- 
vention given to cover the wage in- 
creases was taken off in 1929, and al- 
though the tariff revision has not yet 
been authorised. And worst of all, 
the Government of the Republic cast 
doubts on the constitutional legality 
of the Statute. Now it appears that 
the present Government is inclined at 
least to consider the repeated claims 
of the railways forj ustice, and the 
mere fact of the Cabinet having decided 
to submit the whole matter to the 
Council of State is surely an earnest 
that the matter is at last to be con- 
sidered. 


Suspension of Payments 


Another Bill has been tabled in 
Congress, and is published in the 
Madrid Gazette of May 19, providing 
for a simplification of procedure in 
the case of a suspension of payments 
by any company working a railway or 
cther public utility undertaking. 
The intention of the Bill is to avoid 
the delay and complication resulting 
out of the formation of a process by 
the judicial authorities, under the 
present legislation, when the company 
has itself reached an arrangement 
with a sufficiently large number of its 
creditors. 


Free Passes 


The Madrid Gazette of May 7 con- 
tained an order of the Minister of 
Public Works, conceding free annual 
passes to more than one thousand pub- 
lic functionaries. After the somewhat 
theatrical prohibitions placed on the 
railway companies by previous Govern- 
ments, under which the prerogatives 
of the railway administration were 
ruthlessly set aside, this wholesale con- 
cession of free travel came rather as a 
shock. The Railway Companies 
Association immediately presented a 
protest and the two principal com- 
panies announced their intention of 
appealing against the Ministerial order. 
These protests, it appears, have had 
the desired effect and the operation of 
the order has been left in suspense. It 
is only quite recently that the com- 
panies have been relieved of the vexa- 
tious formality, imposed by the Azania 
Government, of having to send all free 
passes, including those of their own 
employees, to the Ministry of Public 
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Works to be countersigned by the 
Director General of Railways. 


U.S.S.R. 


Transport in the Caucasus 

To improve the transportation of oil 
from Baku to Batoum and the miscel- 
laneous returning traffic, the main 
trans-Caucasian line has been doubled 
almost throughout its length, and auto- 
matic block signalling has been intro- 
duced over the 104 miles from 
Adgicabul to Elakh and over the 54 
miles from Akstafa to Navtlug. The 
electrification of the 40-mile bank from 
Stalinissi to Zestafoni (which was con- 
verted in 1932) has been extended from 
Stalinissi to Navtlug, a distance of 74 
miles. On this line and also on the 
northbound railway from Makhach- 
Kala to Rostor, the through goods 
trains are all fitted with centre 
couplers. To improve the communica- 
tions between Tiflis and the Rostor a 
new main line is being built due south 
from Prochladnaia to Tiflis. 


JAPAN 


Shimonoseki Straits Tunnel 

With reference to the proposed 
tunnel under the Straits of Shimonoseki 
to connect the Kyushu Islands with the 
Honshu railway system [last referred to 
in our issue of April 26.—Ep. R.G.], 
the new connection will, according to 
the preliminary plans drawn up, leave 
the Kobe-Shimonoseki main line—known 
as the ‘‘ San-yo line’’—at Hatabu, 
24 miles east of Shimonoseki, at the 
junction of the San-yo and San-in lines, 
and join the Kyushu system at Kokura, 
the junction of the Kagoshima and the 
Nippo main lines, 7} miles west of 
Moji. It will be electrified, and will 
probably be begun in 1936. 


Kobe Suburban Developments 


Another important work now in pro- 
gress is the extension of the third and 
fourth tracks on the Osaka-Kobe main 
line section, into Kobe, from Nada 
station in the Kobe suburbs. The 
Nada-Kobe section is at present double 
track only, forming a bottle neck in 
which are Sannomiya, an important 
station, and Motomachi, a busy halt, 
both in the Kobe business centre. Both 
stations have only one up and one 
down platform line, at Sannomiya there 
is an island platform, and at Moto- 
machi separate up and down platforms. 
Even Kobe station has only four plat- 
form lines to serve all the main line 
traffic of the Tokyo-Shimoniseki main 
line as well as the dense interurban 
and suburban traffic on the Kobe- 
Osaka section. The main line trains 
are steam-operated, and the suburban 
trains electric; the trains follow each 
other at intervals of from 4 to 8 
minutes during the day. 

For the greater part of the 3 miles 
from Nada to Kobe, the new double 
track line is carried on a_ separate 
viaduct, which like the existing one, 
is constructed of reinforced concrete 
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piers and spans, but with steel girders 
over street crossings. New platforms 
are being built at Sannomiya, Moto- 
machi and Kobe, and the station build- 
ings at Sannomiya and Kobe are being 
extended. The works are expected i 
be completed by the end of the present 
year at a_ cost’ estimated at 
Yen 3,100,000 ( £180,000), of which 
about one half is spent on the three 
station extensions. 


CHINA 


Yushan-Nanchang Construction 

Good progress is being made with the 
construction of the Yushan-Nanchang 
section of the Chekiang-Kiangsi Rail. 
way, the continuation of the Hang- 
chow-Kiangshan Railway towards 
Pinghsiang on the Canton-Hankow 
system. Bridgework is pro ling 
apace, and the standard of construc- 
tion is higher than on the older section 
east of Yushan. But when the Tsien- 
tang River bridge near Hangchow is 
built, the latter section is to be brought 
up to the wider and generally higher 
standard of the extension now in hand, 
a standard commensurate with the 
trunk route that these two sections of 
line will eventually help to form be- 
tween Canton and Shanghai. 


Triplication of Transport Facilities 
Considering the paucity of railways 
in China generally, it is surprising to 
find that between Taiyuan and Taiku 
(via Yutzu) in Shansi there are a road 
and two different railways, generally 
running—within a few hundred yards— 
parallel to, but often crossing and re- 
crossing one another. These lines are 
(a) the older Chen-Tai Railway—the 
main line of which connects Taiyuan 
with Shihkiachwang junction on the 
Peiping-Hankow Railway —and_ its 
branch from Yutzu to Taiku; and (b) 
the Taiyuan-Taiku section of the new 
Tatung-Puchow Railway. (a) is a rail- 
way built to normal Chinese standard 
with metal ballast and 60-lb. rails, but 
(b) is of a very cheap standard, with 
only earth ballast and 30-lb. rails. 


Tatung-Puchow Railway 


The southern section of the Tatung- 
Puchow Railway, of which (b) is a 
part, has now been completed from 
Taiyuan, about 90 miles southwards to 
Chiehsin. South of that point con- 
struction is proceeding, and the motor 
road has been appropriated for the 
formation -of the railway, so that only 
rickshaw traffic is at present possible 
until Hung Tung is reached. Thence 
there is a bus service to Puchow and 
the Yellow’ River. The northern 
section has been completed as far as 
Sinchow, about 40-50 miles north of 
Taiyuan. Beyond this point, howeyer, 
construction work has been suspended, 
and the general condition of this new 
railway, and of its locomotives, plant 
and structures, does not inspire con- 
fidence that it will ever become a 
financial success under the present 
Provincial auspices. 
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OUR CENTENARY—MESSAGES FROM READERS 


As announced in our May 3 issue, * The Railway Gazette” and the journals 


incorporated with it have completed 


PEXHE following is the seventh instalment of the many mes- 
I sages we have received in connection with the centenary of 

THE RarLway GAZETTE and the various railway journals 
n incorporated with it, the earliest of which made its first 
appearance on May 1, 1835. In expressing our thanks to all 
who have written, may we say how greatly we value their 
appreciative and encouraging messages. 


Mr. W. A. Pickwoad, General Manager, Antofagasta 
(Chili) & Bolivia Railway, La Paz. 


[ would like to take this opportunity of congratulating 

u, not only on the completion of 100 years of continuous 
publication, but also of most useful publication for all branches 
of railway working. 

The features published in THE RAILWwAy GAZETTE are in 
reality so comprehensive that they must necessarily be of 
special interest to all railway executive officers. .I would 
say, however, that your Personal section is most interesting, 
as it invariably brings news of the activities of many of one’s 
railway friends which otherwise would be unobtainable. 


Mr. R. Stuart, General Manager, Buenos Ayres Great 
Southern Railway, Buenos Aires. 

I have much pleasure in expressing my hearty congratula- 
tions to you and all concerned on the occasion of the centenary 
of THE RaAtLway GAZETTE. 

The mass of varied information on the many and intricate 
branches of railway enterprise, and the masterly way in 
which the problems are dealt with in THE Raitway GazertTe, 
make this a most interesting and instructive publication. 
\ll its features are so interesting that the outstanding ones 
are necessarily those appealing most directly to each individual 
reader, according to his particular field of activity in the 
railway industry. 

Sincere wishes for the continued success of THE RAILWAY 
GAZETTE. 


Mr. H. M. le Fleming, Mechanical Engineer, F.M.S. 
ae Sentul, Kuala Lumpur, Federated Malay 
States. 


[ congratulate you on having completed 100 years of 
continuous publication. From the number and variety of 
periodicals which you have “‘ mopped up” you must feel like 
the successful finalists of an arduous tournament. 

The most useful features to me are, undoubtedly, the tech- 
nical articles on new locomotives, fittings and performance. 
The Railway Engineey used to publish such articles with 
folding line drawings of the general arrangement and more 
striking details. I do not feel that THE Rar~way GAZETTE, 
covering such a wide field as it does, will be able to include 
such comprehensive plans as these, and regret this. An 
article on a new locomotive giving the main dimensions and 
a one-page description illustrated with a diagram and two 
or three photographic views is of general interest, but has 
nothing like the value of dimensioned line drawings to those 
actually engaged in locomotive design*. In a word, I regret 
the passing of The Railway Engineer, and this statement 
contains no aspersion for THE RarLway GAzETTE. Even now 
you find it necessary to publish supplements for diesel and 
electric traction ; why not therefore a supplement for steam 
locomotives ? I would further suggest that these supple- 
ments be bound separately in their own subjects, which would 
be very handy for the diesel, electric, or steam man who wants 
his own line only and the information handy and compact. 


“e 


* la ae ica ve c 4 . . 

‘ We realise the value of the folding plates of locomotive drawings 
which were a notable feature of The Railway Engineer and it is our inten- 
tion to include similar plates from time to time.—Eb. R.G. 


100 years of continuous publication 


‘‘Les Chemins de Fer et les Tramways,’’ Paris. 


Nous vous exprimons nos meilleurs voeux de prospérité 
a l’occasion du centenaire de votre revue. 

Revue hebdomadaire de belle présentation, THE RAILWAY 
GazETTE est également appréciée par le technicien, par 


l’exploitant et méme par l’homme d'affaires. Notre revue 
y a souvent trouvé une documentation précieuse, aussi 


avons-nous eu l’occasion, 4 maintes reprises, de citer, d’analyser, 
quelquefois méme, de traduire vos articles techniques. 

Votre fusion avec The Railway Engineer et la publication 
périodique de vos éditions supplémentaires Electric Railway 
Traction et Diesel Railway Traction ont apporté une collabo- 
ration précieuse au monde ferroviaire. C’est pourquoi nous 
souhaitons de tout coeur une longue prospérité a THE 
RamLway GAZETTE, tant pour l’Empire Britannique que pour 
nous-mémes. 

[We send our very best wishes for your prosperity on the 
occasion of the centenary of your journal. 

A beautifully produced weekly review, THE RaAtLway 
GAZETTE is appreciated equally by the technical man, the 
operator, and even by the business man. Our journal has 
often found valuable information therein; also we have 
very often had occasion to cite, analyse, and sometimes even 
to translate your technical articles. 

Your amalgamation with The Railway Engineer and the 
periodic publication of your Electric Railway Traction and 
Diesel Railway Traction Supplements represent a most 
valuable collaboration for the railway world. That is why 
we send our heartfelt wishes for the future prosperity of THE 
Raitway GAZETTE, both for the British Empire and on our 
own account. | 


Mr. Roderick Ross, A.M.I.E.Aust., Consulting Engineer, 
Melbourne. 

I note that THe Rart~tway GazettE has completed one 
hundred years of continuous publication. It is cause for 
congratulation that a journal such as THE RAILWAY GAZETTE 
should have completed one hundred years of publication, 
which must practically cover their history since railways 
began. I much appreciate the incorporation in THE RAILway 
GazettE of The Railway Engineer, which took place at the 
beginning of this year, and consider that it enhances very 
greatly the value of the journal, especially from an engineering 
point of view. As a protagonist of diesel traction, I always 
read with interest the monthly Diesel Railway Traction Sup- 
plement, from which much useful information is to be obtained 


Dr. Schmidt, Secretary-General, Elektrotechnischer 
Vereine V. Berlin. 
Wir freuen uns sehr, dass Ihre Zeitschrift und die ihr 


einverleibten Zeitschriften jetzt auf ein 100 jahriges Bestehen 


zuriickblicken kénnen. Wir gratulieren Ihnen zu diesem 
schénen, etwas seltenen Jubilaium und wiinschen Ihrer 


Zeitschrift auch weiterhin eine gedeihliche Entwicklung. 

Alle Aufsatze und Abhandlungen ihrer Art entsprechend 
fiir das betreffende Fachgebiet im Durchschnitt gleichmissig 
gut und wertvoll gewesen sind, und Ihre Zeitschrift sich um die 
Férderung und Weiterentwicklung der Eisenbahntechnik wohl 
verdient gemacht hat. 

[We are very pleased that your journal and the journals 
incorporated with it can now look back upon a century of 
existence. We congratulate you upon this fine, and somewhat 
rare jubilee, and wish your journal further prosperity in the 
future. 

All articles and treatises are of their kind uniformly good 
and valuable for the technical field in question, and your 
journal has done valuable work for the promotion and 
development of railway technique. ] 
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IMPRESSIONS OF OVERSEAS TRANSPORT 


XX—Some special activities of the Victorian Government Railways 


By A. W. ARTHURTON, formerly Secretary, British Railways Press Bureau 


WAS naturally interested in the Betterment and Pub- 
licity Board of the Victorian Government Railways, 
which handles all publicity matters such as newspaper 

propaganda, travel advertising and the preparation and 
distribution of tourist pamphlets, booklets, and so on. 
Other functions of this department are the investigation 
of suggestions for improvements in working or equipment, 
safety first activities, the preparation and screening of 
educational and tourist films, and the organisation of the 
Reso and Better Farming trains. The Government Tourist 
Bureau is also controlled by the board. 

A description of the Reso or National Resources 
Development trains, which have been instituted by the 
railways with the view of fostering the travel habit and 
of broadening the people’s knowledge of the primary and 
secondary products of the State, has already appeared in 
THE RatLway GAZETTE (August 24, 1934, pages 305-7). 
For some years past the Department of Agriculture and 
the Railway Commissioners have co-operated in running 
a train with the object of impressing on the farmer at first 
hand the advantages of scientific farming. The train, 
which is now well known and highly appreciated by the 
farmers, is really an agricultural college on wheels, and 
has made 37 tours and visited 370 centres, where lectures 
and demonstrations have been given. 

The train consists of 18 vehicles and, in addition to 
cars with sleeping accommodation for the staff, carries 
cattle trucks for conveying pure-bred dairy cattle, sheep, 
pig and poultry trucks, and a truck equipped with models 
of stock-feeding utensils, model gates, silos and other 
farming utilities. There is also a car of veterinary exhibits, 
a car of fruit exhibits, another of samples of stock foods, 
one of wool exhibits, and so on. A car seating 80 persons 
is used for lectures and demonstrations on child welfare, 
home nursing and mothercraft, and a further car is 
equipped with cooking range and show cases for display 
of needlework, paperwork and other handicrafts. The 
train is painted orange yellow and is a striking object on 
the landscape as it progresses through the country. It is 
heralded by press notices and posters, and preliminary 
addresses by the organisers, and is accompanied by a 
highly trained staff from the Department of Agriculture 
and by experts in cooking, needlework, and similar arts 
from the Education Department. The District Health 
Officer is in charge of the Public Health car, and a trained 
nurse gives instruction in mothercraft and the care of 
children, while the Railways Department is represented 
by an organising officer, who also attends to publicity and 
organisation before the tours are undertaken. 

The itinerary is formed with a view to holding demon- 
strations at points about 20 miles apart. The live stock 
is for the most part loaned, and the dairy cattle carried 
are magnificent specimens of the Friesian, Ayrshire, Jersey, 
Red Poll and Milking shorthorn breeds. A large marquee, 
capable of accommodating 300 people, is carried and 
erected near the train for the lectures. 

A development of a somewhat different kind is the ‘‘ Eat 
More Fruit ’’ campaign. The prosperity of the primary 
producers and the welfare of the railways are synonymous, 
and this is the reason why the railways are so active in 
assisting fruit growing, which is one of Victoria’s most 
important primary industries. 

This assistance is rendered both in precept and in prac- 


tice, a continuous programme of ** Eat More Fruit ’’ pub- 
licity being maintained throughout the year, while the 
sales of fruit and fruit juice at railway fruit stalls, and 
their inclusion in dining car and refreshment room menus 
provide a valuable aid to the industry. This has also been 
of immense value in clearing fruit gluts. On the occasion 
of the first of the Melbourne Peach Weeks, for example, 
70 tons of peaches were sold at the railway stalls, while 
at a subsequent Peach Fortnight the railways disposed of 
approximately 10,000 cases, or nearly 200 tons of peaches, 

The railways’ fruit business is very extensive, fruit and 
fruit drinks being sold at 27 special stalls where there are 
in use 86 Sunkist juice extractors, a type which the 
Victorian railways first introduced into Australia. Fruit 
is also liberally provided in railway refreshment rooms. 
The sales of fruit and fresh fruit drinks reached their peak 
in 1927-28, when they amounted to no less than £60,000. 
At the fruit juice stall in the concourse at Flinders Street 
station 317,764 drinks were sold during 1932-33, or an 
average of over 6,000 a week. In 1929-30 however, 
814,396 drinks were sold at this stall, but since then 
generally depressed conditions have adversely affected the 


sales. The railways are the citrus growers’ largest retail 
customers, and during the year 1932-33 purchased 


20,496 cases of citrus fruit, including grape fruit. 

Special arrangements are also made by the railways 
to assist in the marketing of fruit. Stationmasters are 
authorised to accept orders from the public for case lots 
of fruit and collect the money for it. There is also a 
C.O.D. system, whereby consignments of fresh fruit may 
be forwarded to Melbourne and the price collected on 
delivery. Another facility is that of utilising trains as 
travelling fruit stalls. 

It is freely acknowledged that the ‘‘ Eat More Fruit ”’ 
activities of the Railways Department have materially 
aided the fruit industry, and at the same time consider- 
able benefit has accrued to the railways in the shape of 
increased traffic. In addition to fruit, sales of milk and 
milk products, potatoes, onions and honey have been 
stimulated by campaigns conducted by the department, 
Poultry farmers have similarly benefited by the activities 
of the railways in the direction of constantly impressing 
upon producers, by extensive publicity, the correct 
methods of packing eggs for transport. 

A decidedly profitable step was taken, and the stan- 
dard of the catering services was substantially improved, 
when the refreshment services, formerly conducted by 
lessees, were brought under the control of the Railways 
Department. The establishment of a railway butchery, a 
poultry farm, and a bakery, has improved the quality of 
the supplies, and at the same time effected a reduction 
in the cost of conducting the services. 

With the object of stimulating travel in Victoria, and 
of attracting tourists to the State, the Railways Depart- 
ment in 1924 assumed control of The Chalet, in Mt. 
Buffalo National Park. The improvement made to the 
accommodation and the excellence of the service have 
earned for The Chalet a world-wide reputation. The 
beauty of the Mt. Buffalo district and the comfort of the 
hotel I can confirm from personal experience, as I was 
privileged to stay there for some days, and count it 
among the most enjoyable and interesting of my ex- 
periences in Australia. 





XUM 


11025. 


6: 
(2! 











June 21, 1935 


THE RAILWAY GAZETTE 






NEW GERMAN STREAMLINED LOCOMOTIVES 


Three-cylinder simple-expansion 4-6-4 type locomotives, built by the Borsig Lokomotiv- 
Werke G.m.b.H., for the German State Railway Company, designed for 175 km. 


(108-7 miles) an hour and have reached 192 km. (119 miles) an hour in preliminary trials 


FURTHER stage in the development of the German 
State Railway Company’s programme of higher 
speeds for all classes of railway traffic is marked by 
iccessful trials of the new streamlined locomotives, 
Series 05, built by the Borsig Lokomotiv-Werke, Hennigs- 
iorf, Berlin. These engines were designed for a speed of 
175 km. (108-7 miles) an hour. Actually, a speed 181 km. 
(112-4 miles) an hour was reached by the first of the series 
during trials on the Berlin-Magdeburg line, and, as we 
recorded last week, the second locomotive has attained 
192 km. (119 miles) an hour on a test run between 


Berlin and Hamburg. 
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ment; the third, which will shortly be completed, is to be 
fired with pulverised coal, and has the driver’s cab in 
front. All three are provided with streamlined casings 
which, in conjunction with the improvements in coal 
economy effected during recent years, are essential factors 
in the present commercial development as distinct from 
the experiments conducted some thirty years ago.* 

It is estimated that when the locomotive is developing 
2,500-3,000 h.p. and running at about 150 km. (93-2 miles) 
an hour, a saving of about 20 per cent. in the power 
otherwise required is effected by the streamlining, which 
is made substantially continuous between locomotive and 
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General arrangement of the new three-cylinder single 4-6-4 streamlined locomotives, German State Railway 


The leading dimensions of the new locomotives are as 
follow : — 


Cylinders, dia. 

‘ stroke 
Coupled wheels, dia. : 
Bogie and tender wheels, dia. 
Boiler working pressure 
Boiler heating surface- 


450 mm. (17} in.). 

660 mm. (26 in.). 
2,300 mm. (7 ft. 64 in.). 
1,100 mm. (3 ft. 7} in.). 

20 atm. (284 Ib. per sq. in.). 


Tubes and flues 237-4sq.m. 2,554-4 sq. ft. 
Kirebox 18-6 sq. m. 200-1 sq. ft. 
256-0 sq.m. 2,754-5 sq. ft. 

Superheater 90-0 sq. m. 968-4 sq. ft. 
Total 346-0 sq.m. 3,722-9 sq. ft. 


Grate area 

Wheelbase, rigid 

= total engine 

Weight of engine in working 
order oe e- 

\dhesion weight 

Tender, weight in working 


4-7 sq. m. (50-6 sq. ft.). 
5,100 mm. (16 ft. 8? in.). 
13,900 mm. (45 ft. 7} in.). 


126-7 metric tons (124 tons 14 cwt.). 
56-3 metric tons (55 tons 8 cwt.) 


_ order 85-7 metric tons (84 tons 7 cwt.). 
W iter capacity 37 cu. m. (8,140 gallons). 
Fuel capacity 10 metric tons (9 tons 17 cwt.). 


Three of these locomotives have been ordered from the 
Borsig Lokomotiv-Werke with a view to the haulage of 
250-ton trains in regular service at a schedule speed of 
150 km. (93-2 miles) an hour, with a sufficient margin 
of power to permit running at 175 km. (108-7 miles) an 
hour to make up lost time. Two of the locomotives, of 
which that illustrated and described herewith is one, are 
grate-fired machines having the usual general arrange- 


tender by means of side flaps. All projecting parts of 
the locomotive and tender are either enclosed within the 
casing or themselves streamlined, but provision is made 
for ready accessibility to the motion work and fittings 
by the numerous doors and shutters visible in the accom- 
panying illustrations. 


Preliminary Investigations 


Before deciding upon the complete enclosure of the 
locomotive and tender by a streamlined casing extending 
practically to rail level, exhaustive wind-channel tests were 
made in the aerodynamic laboratory, Géttingen, and in the 
Technische Hochschule, Berlin, on wooden models built 
by the Borsig Lokomotiv-Werke to scales of 1:33 and 
1:20. These models reproduced faithfully all the details 
of the designs under consideration, and the most favour- 
able form of enclosure was ascertained by interchanging 
various parts. 

The proposal to include the motion work in the stream- 
lined casing raised the question whether the elimination 
of direct air cooling would result in hot bearings. In order 
to settle this problem, the German State Railway Company 
undertook preliminary trials with an ordinary express 
locomotive fitted with a casing to enclose the motion work. 


* The firm of Henschel built a 4-4-4 three-cylinder locomotive 
for the Prussian State Railways in 1904 which reached a maximum 
speed of 144 km. (89-4 miles) an hour hauling a train of 160 tons ; 
and the Bavarian State Railway showed a similar locomotive at 
the Nuremberg Exhibition in 1906. 
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Part elevation, sections and plan of leading bogie showing roller bearings 
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Elevation and sections of outside-drive coupled wheels and axle 





DETAILS OF NEW THREE-CYLINDER 4-6-4 STREAMLINED 
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HIGH-SPEED LOCOMOTIVES, GERMAN STATE RAILWAY 
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Placing the boiler on the frames 
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View of motion with streamline casing 
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The results of these trials were 
reas-uring, the temperature of the 
bearings being increased by only 
a few degrees, no difficulties of 
an d being experienced. The 
ex] nental locomotive was also 
fitted with a parabolic cap on 
the front of the smokebox and 
the front of the driver’s cab was 
given a sloping or tapered form, 
resulting in reduced wind resist- 
ance equivalent to an additiona! 


150 to 200 h.p. available at the 
drawbar at 140 km. (87 miles) 
an hour. A part of this gain in 
effective power is attributable to 
reduced heat loss from the cylin- 
ders, and this rather adds to than 
detracts from the advantages of 
the enclosure. 
Boiler Details 

(he boiler barrel consists of two 17°5 mm. (ié in.) 
plates, the front plate being of 1900 mm. (6 ft. 2i% in.) 
inside diameter. To save weight, the plates are of 0°4 
per cent. molybdenum steel with a tensile strength of from 
48 to 55 kg. per sq. mm. (35°5 to 34°9 tons per sq. 1n.). 
In consideration of the large driving wheels, the centre 
line of the boiler is 3,170 mm. (10 ft. 41% in.) above rail 
level, and it is therefore impossible to mount the steam 
dome in the usual way outside the boiler. Actually, as 
shown in the drawings on page 1210, the base of the 
dome is riveted inside the boiler and the dome projects 
only slightly beyond the barrel. 

[he 24 flues of 163 mm./171 mm. (6-417 in. /6°731 in.) 
diameter, and 106 smoke tubes of 65 mm./70 mm. 
(2°559/2°756 in.) diameter have a total heating surface 
of 237°4 sq. metres (2554-4 sq. ft.) on the fire side. The 
length of tubes between tube plates is 7 metres (22 ft. 
11% in.). The copper firebox, with a grate area of 4:7 
sq. metres (50-6 sq. ft.), has a heating surface of 18°6 
sq. metres (200-1 sq. ft.), so that the total steam-raising 
heating surface is 256 sq. metres (2754°5 sq. ft.) on the 
fire side. Each flue tube contains six superheater elements 
of 23 mm./29 mm. (0°905 in./ 1-141 in.) diameter and 90 
sq. metres (968°4 sq. ft.) heating surface. The total 
heating surface is thus about 346 sq. metres (3,723 sq. ft.), 
apart from the exhaust-steam feedwater heater which has 
a heating surface of 13-4 sq. metres (144-2 sq. ft.). 

The water capacity of the boiler is 10°95 cu. metres 
(386°6 cu. ft.), the steam space 5°1 cu. metres (180 cu. 





Leading bogie 
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Trailing bogie 


ft.), and the steaming surface 5-6 sq. metres (167-8 sq. 
ft.). The designed steam output was about 15,000 kg. 
(33,070 lb.) of steam per hour, and the indicated horse- 
power was expected to be 2,800 metric h.p. (2,764 h.p.). 
Two pop type safety valves are provided. 

The firedoor is opened and closed by a small compressed 
air cylinder, which the fireman controls by a foot-operated 
valve. The arrangement of the ashpan offered special 
difficulties on account of the trailing bogie. In the form 
which was finally adopted, the parts were assembled 
by welding, and two pockets were provided on each side 
in order to improve the draught conditions. 


Motion Work, Frames and Wheels 

A three-cylinder drive was adopted to ensure the 
smoothest possible running. The expansion link of the 
inside cylinder is driven from the second coupled axle, 
and steam distribution to all cylinders is effected by 300 
mm. (11? in.) diam. piston valves driven by Heusinger 
gear. The maximum valve travel is 180 mm. (7; in.). 
Weight is saved wherever possible in the construction of 
the locomotive and, in accordance with this, rods of 
I-section are used in the valve gear instead of the rec- 
tangular section generally employed. 

At the time when this locomotive was ordered it was 
not considered advisable to adopt a boiler working pres- 
sure so high as 25 kg. per sq. cm. (355 lb. per sq. in.), 
for which a number of recent German locomotives have 
been designed. The pressure actually selected, viz., 20 kg. 
per sq. cm. (284 lb. per sq. in.) permits simple-expansion 
operation, and the choice of this 
pressure was further based on the 
assumption that compound work- 
ing would offer no considerable 
advantages at such high speeds. 

The bar frames are 90 mm. 
(3;% in.) in thickness, connected 
by cross stays in the usual man- 
ner. Extensive use is made of 
welding in the construction of the 
stays. All carrying wheels, on 
both locomotive and tender, are 
fitted with pivoted roller bearings, 
the leading bogie wheel sets 
having inside, and the trailing 
bogie wheel sets outside bearings. 


Tender 


The casing of the _ tender 
forms part of the general stream- 
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A view after encasing, with inspection doors and shutters open 
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The new high-speed streamlined 4-6-4 locomotive ready for service 
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Erection of water tank on the frames 


lining of the complete machine, and air resistance is 
further reduced by a vestibule connection to the first 
coach. The bunker is covered by three curved plates, the 
rear one being fixed and the other two arranged to slide 
over it when taking on coal. As the fireman cannot get 


at the coal to shovel it forward during running, two auto- 
matic pushers are provided, operated by compressed 
air cylinders. This device and the pneumatically operated 
firedoor previously mentioned, do much to lighten the 
fireman’s duty. 

Corresponding to the high boiler power, the tender has 
a water capacity of 37 cu. metres (8,140 gallons), and a 
coal capacity of 10 metric tons (9 tons 17 cwt.). It is 
carried on ten wheels, the leading four being bogie 
mounted, and the bearings for the other six being carried 
directly by the frames. The wheelbase of the bogie is 
1,800 mm. (5 ft. 11 in.), the rigid wheelbase 2,650 mm. 
(8 ft. 8} in.) and the total wheelbase of the tender 
5,900 mm. (19 ft. 4} in.). 

The large diameter of the wheels (3 ft. 7} in.) neces- 
sitates a new method of mounting the tender frames on 





Tender as seen from above, 
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before fitting stream-line casing, 
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the water tanks so that they act 
also as the main longitudinal 
stiffeners of the latter. Numerous 
cross stays are, of course, pro- 
vided to stiffen the tanks, and 
welding is used for all connec- 
tions of the frames to the water 
tanks, as well as for the construc- 
tion of the tanks themselves. 
The weight of the tender is 38-2 
metric tons (37 tons 12 cwt.) 
empty, and 85:7 metric tons 
(84 tons 7 cwi.) in running order. 


Brakes 

Special importance is attached 
to the provision of reliable quick- 
acting brakes. With the excep- 
tion of the leading pair of carry- 
ing wheels on the locomotive, 
each wheel on locomotive and 
tender has two. brake blocks. 
The leading wheels have single brake blocks, and whereas 
the braking is about 180 per cent. of the axle load on all 





Brake hanger with two brake shoes 


other axles, it is 50 per cent. on the leading axle and 80 per 
cent. on the trailing axle of the front bogie. 

Automatic regulators are provided on the locomotive and 
tender to adjust the braking pres- 
sure according to the variations 
in brake friction with speed. In 
addition, the tender is fitted with 
a device which adjusts the brak- 
ing to suit the decreasing weight 
of coal and water in the bunker 
and tanks. 

The brakes are capable of 
bringing the locomotive to rest 
from 175 km. (108-7 miles) an 
hour within the 1,000 metres 
(1,093 yards) allowed by’ the 
distant signal. Automatic train 
control gear is provided on the 
locomotive. The system of 
A.T.C. most widely adopted in 
Germany is of the inductive type 
and was described in THE Rar. 
WAY GAZETTE of September 7, 
1934 (pages 382 to 384). It is 
so designed that, should a train 
over-run a stop signal, it will be 
brought to rest before it could 
collide with another train in the 
section. This necessitates the 
special braking referred to. 


showing the two 
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Some further examples of recently introduced machine tools and operations 


MONG the latest and most important machine tools 
recently added to the plant in the Doncaster works 
of the London & North Eastern Railway are some 

Asquith mobile duplex girder radial drilling machines, 
shown in Fig. 1. These are used for drilling on the flat 
the various plates in steel and copper used in the con- 
struction of a locomotive boiler. Each machine has two 
girder type radial heads carried on a substantial bridge 


from overhead controlling wires, collectors being located 
at the top of a pillar fitted to the bridge casting as seen 


at the extreme left of the machine. The coolant supply 
is fitted to each control point by an electrically driven 
pump mounted on the bridge casting, the suction pipe 
being arranged for withdrawing the coolant throughout 
the traverse of the machine from a channel formed in the 
concrete foundation, which acts as a sump. The whole 





Fig. 1—Asquith mobile duplex girder radial drilling machines drilling boiler plates on the flat 


casting which, in turn, is provided with wheeled end 
carriages running on rails, the two heads being mounted 
on a bogie of sufficient length to admit plates 12 ft. in 
width. 

In the earlier type machines one head only was made 
to travel along the bridge casting, but with the later 
machines both the heads are arranged to traverse, thus 
permitting the heavier machine to reach any hole in the 
full width of the plate that is being drilled. One of the 
heads is of the maker’s standard type with single speed 
and feed, whilst the other one is fitted with six spindle 
speeds and three feeds. The heads are designed as right- 
and left-hand units, enabling one operator to work the 
two machines with the greatest of ease. The single geared 


head is utilised for drilling holes up to 1 in. diameter, and 
the other head with six speeds and three rates of self- 
acting feed motion is capable of drilling holes up to 2% in. 
diameter. 

Special features of the layout are the electricity and 
coolant supplies to the machines. r 


The former is arranged 





of the unused supply of coolant may be drawn away from 
the installation when renewal is desired. When drilling 
several plates at one time the upper plate acts as a 
drilling jig for those underneath, one plate being retained 
from each set to act as the jig for the next series of 
similar plates. Great care is taken in preparing the master 
jig plate, and the others are checked up to this at suitable 
intervals. The art of making these jigs is so highly 
developed that practically all the holes in the boiler 
plates, whether for rivets or stays, can be drilled with 
the plates flat and with the assurance that when the plates 
are rolled to shape and built up in the form of the boiler 
only a light reamering is necessary prior to tapping the 
stay bolt holes. It will be readily appreciated that con- 
siderable reductions in floor to floor times have been made 
possible by the use of these Asquith machines as compared 
with the older methods, and it is no exaggeration to say 
that in the majority of operations the time element has 
been reduced by 50 per cent. 

It is claimed that the jig system, which has been so 
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PIT FOR SWINGING SPRING 
Exnaust INTO POSITION 
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Fig. 2—General and detailed views of 
new spring hooping press by the Leeds 
Engineering & Hydraulic Co. Ltd. 
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highly developed, produces boilers which are drilled as 
accurately as those which are not drilled until after the 
plates are rolled up, and that this is accomplished at a 
fraction of the cost by means of drilling machines of a 
type much less expensive than those designed for drilling 
plates after rolling . The light reamering mentioned as 
being necessary prior to tapping the stay bolt holes is 
performed with a reamer which is an integral portion of 
the stay tap, while such little reamering as is required 
te bring a few of the rivet holes in more perfect align- 
ment is accomplished with a reamer driven by a com- 
pressed air drill. 


A New Spring Hooping Press 
Of late years considerable improvements have been 
effected in the methods followed in the manufacture and 
repairing of springs tor locomotives and railway vehicles 
generally, and this has naturally called for the introduc- 


ay 





Fig. 3—Butler 18-in. slotting machine with special fixture for machining valve 


gear parts of various kinds 


tion of new and improved machinery for carrying out 
some of the major operations. At the Doncaster works 
a new spring hooping press, manufactured and supplied 
by the Leeds Engineering & Hydraulic Co. Ltd., has 
been brought into use, and this is illustrated by a view 
and drawing on page 1219 (Fig. 2). In this machine vertical 
and horizontal hooping rams each exert a pressure of 
120 tons, and the spring leaf compressing ram, seen in 
the illustration at the front of the assembling table, exerts 
a pressure of ten tons in a horizontal direction. With 
the exception of the cylinders and main rams the machine 
is of all-steel construction, the main frame being cut from 
solid steel plates. 

The return motion of the vertical and horizontal hoop- 
ing rams is appropriately enough accomplished by 
the use of laminated leaf springs, a feature which dis- 
penses with the usual constant hydraulic pressure draw- 
pack cylinders, with all their accompanying packing 
replacement troubles. The assembling ram head and its 
resistance head are fitted with ball bearing swivel heads, 
which enable a spring to be assembled in such a position 
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as admits of the temporary centre bolt bein; 


a 
the heated hoop or buckle slipped on, and the the 
centre cotter or pin being inserted, and then p ts the 
spring to be safely swivelled on to the ma table 
before the grip on the spring is relaxed. Th 1anent 
centre cotter or pin is provided with a counters head 
at one end, and when the hoop or buckle is bei: ressed 


on to the spring, suitable packing blocks are ins»:ted 


that the centre cotter or pin is ‘‘ headed ’’ at i 
time. The control valves have stainless steel s and 
seats all mounted in one forged steel block this 
arrangement reduces the pipe connections to a: olute 
minimum. 

Power control valves are fitted to each m ram, 
enabling any power from 120 tons down to about 20 tongs 


to be applied to the work without any dang the 
selected power being exceeded. The setting of th 


power 

control valves is independent of any variation in t ipply 
pressure, and ea valve 

incorporates an natic 

relief valve which vents 

any power selected being 

exceeded under static con- 


ditions. 


Machining Valve Motion 
Details 

Certain of the hine 
tools in the Doncaster 
works, some of them of 
older pattern, have been 
cleverly adapted by the 
works engineers to make 
them capable of perform- 
ing machining operations 
of a special kind. 
adaptations as a rule take 
the form of specially de- 
signed fixtures and other 
additional parts which 
make it possible to secure 
more rapid and generally 
efficient results from 
machines which otherwise 
would not be so well 
suited to the operations 
required. One such 
example is an electrically 


T hese 


driven Butler 18-in.  slot- 
ting machine which 1s 


shown above in Fig. 3 operating upon a set of fou 
radius links for Walschaert’s valve motion after 
planing. - 

In order to machine these components to the correct radii 
on the outside, and also for the radial slot, the : 
traverse motion to the table is put out of gear while 
the table itself is coupled by means of a radial bar to 
an independent fixture set in the floor of the shop. This 
fixture can be located in different positions on the base 
plate, and fine adjustment to intermediate positions can 
be obtained by means of the top slide, the centre being 
set to cover the requisite range of radii which have to 
be dealt with. 

We had an opportunity of seeing this machine at work 
during a recent visit to the Doncaster works, and in its 
adapted form it was unquestionably operating to much 
greater advantage than otherwise would have been pos- 
sible. This type of fixture enables all kinds of valve 
motion links to be dealt with and also permits of the 
slotting of the die blocks which are fitted to the curved 
links. 


cross 











XUM 


ne 21, 1935 


THE RAILWAY GAZETTE 1221 


NEW RUBBER-TYRED RAILCAR FOR THE ENTRE RIOS RAILWAY 


{ vehicle of special light all-metal construction, built by the Birmingham Railway Carriage 
& Wagon Company, demonstrated on the L.M.S.R. line between Bletchley and Oxford 


» N Wednesday last, trials were carried out between 
O Bletchley and Oxford on the L.M.S.R. of a new 
railcar built by the Birmingham Railway Carriage 

g gon Co. Ltd., Smethwick, under the supervision of 
M <. Livesey & Henderson. for service on the Entre Rios 
Raiilwav, Argentina. Of special light all-metal construc- 
{ the car is mounted on two four-wheeled bogies with 
rubber tyred wheels equipped with Noble patent 
£ ng wheels. The Noble system, the invention of Mr. 
E. C. Noble, formerly Chief Mechanical Engineer of the 
Entre Rios Railway, was fully described and illustrated 
page 889 in THE RalLway GAZETTE for December 15, 


1933. 
fhe tyres are of the N.A.P. Aircore type, specially 
designed for railway conditions, and have a safe carrying 


pacity of one ton per tyre at 
speed of 50 m.p.h. By the 
use of the patent guiding wheel 

tyre is enabled to function 


average is about 10 miles to the gallon) and is capable of 
a cruising speed of 40 m.p.h. on the level and a maximum 
speed of 45 m.p.h. It will negotiate a 1 in 50 grade at 
34 m.p.h. and has an acceleration on the level of 10 m.p.h. 
in 4 seconds, 20 m.p.h. in 13 seconds, 30 m.p.h. in 
27 seconds and 40 m.p.h. in 54 seconds. Braking is equally 
effective; the car when travelling at 35 m.p.h. can be 
brought to a standstill in 8 seconds, and at 30 m.p.h. 
can be drawn up in its own length. The brakes are of the 
expanding drum type similar to those used on road vehicles 
and operated by the Lockheed hydraulic system, through 
a foot pedal in each driver’s cab, and are applied to all 
wheels. The throttle control, moreover, incorporates a 
dead-man handle. 

On trial the car easily reached and maintained its maxi- 








normally without outside inter- 
rence, and is relieved of all 
de strains. Moreover, a free 
\ir passage is provided over the 
inside face of the tyre, which is 
thus efficiently cooled, and ad- 
justment to compensate for wear 
is easily carried out. The tyre 
itself is of such a shape as 
automatically to strengthen itself 
with increase of load by bring- 
ing into contact with the rail a 
greater area of wall-bearing sur- 
face circumferentially without 
widening laterally. 

Other special features are the 
introduction of a standard production Ford V8 petrol 
engine, which develops 77 b.h.p. at 3,000 r.p.m., clutch 
and gearbox. A special reverse box is introduced to give 
equal speeds in either direction. The wheels are mounted 
in roller bearings on fixed axles, in accordance with 
standard road practice. The two axles of one bogie are 
arranged as driving axles in a similar manner to the 
driving axles of a road vehicle, a differential drive with 
third differential being used. 

Saloon accommodation is provided for 27 passengers 
distributed on each side of a central vestibule, which can 
accommodate baggage, and under which is fitted the engine 
nd gearbox. A driving compartment is provided fore and 
aft. Owing to the limitation of load to one ton per tyre 
the weight of the car in running order with petrol, oil and 
water has been kept down to 5 ton 14 cwt., thus giving 

“aed tare weight per passenger of 4:2 cwt. The total 
gross load with 27 passengers, driver and conductor and 
light luggage is 7 tons 13 cwt. 1 qr., thus the vehicle 
when fully loaded is 7 cwt. under the maximum carrying 
capacity of the tyres. To obtain these results the shell 
of the vehicle has been constructed of light pressed or 
drawn sections braced together with aluminium plates, and 
welding was adopted wherever practicable. The bogies, 
which are of the Birmingham Railway Carriage Com- 
pany’s patented design, are of very light welded construc- 
tion. 

The car is most economical on petrol consumption (the 








British-built rubber-tyred railcar for Argentina 


mum speed on both the level and up grades, and covered 
the 314 miles between Bletchley and Oxford in 55 min. 
At all times the running, considering the lightness and 
length of the car, was remarkably smooth, and particularly 
noticeable was the easy negotiation of points and crossings. 








THE QuETTA EARTHQUAKE.—According to present 
arrangements, the headquarters of the Quetta Division of 
the North Western Railway (India) will be housed at 
Sibi, at the foot of the hills, during next cold weather. 
The headauarters of the military Western Command is 
being moved to Karachi. Only one 12-ft. steel joist girder 
span bridge near Sariab was damaged by the great shock, 
the wing walls and abutments being badly cracked. In 
the subsequent shock on the Sunday which held uy 
evacuation, a temporary diversion around a karaze was 
damaged. A temporary post, known as Divisional Super- 
intendent, Engineering, has been created to relieve the 
permanent Divisiona! Superintendent of engineering re- 
sponsibilities, as his hands are full with the organisation 
of refugee relief and other trains. This post is being 
held by Mr. A. S. Sims, Deputy Chief Engineer. Dr. 
Cairns, Chief Medical Officer, N.W.R., and Mrs. Berridge. 
lady doctor, of the N.W.R. Welfare Association, are in 
charge of the station dressing station and of the loading of 
injured into the six or seven trains that are being des- 
patched daily. 
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NEW 2-8-0 LOCOMOTIVES L.M.S.R. 


Designed to meet heavy freight requirements, the engines will 
work over the whole of the L.M.S.R. main line freight routes 





WELVE new 2-8-0 superheater two-cylinder engines trolled by three small steam cylinders, namely, one cylin- 
are at present being built at the Crewe works of the der to each pair of boxes. In addition, a water de-s inding 
L.M.S.R. to the designs of Mr. W. A. Stanier, Chief apparatus is provided which comes into action simul- 

Mechanical Engineer. They will be numbered 8000 to taneously with the application of sand to the rails, so that 
8011 inclusive and the first of the series, No. 8000, has just after the engine has used the sand the rails arc auto- 
been put into service. The boiler barrel is of the tapered matically cleaned with hot water to prevent interference 
type and has been designed for a working pressure of 225 with the track circuits. 

ib. per sq. in. The cylinders drive the third pair of coupled The tender is carried on six wheels, with a wheelbass 
wheels. Steam is distributed to them by 6}-in. travel of 15 ft. and has a capacity for 4,000 gall. of water and 9 
piston valves actuated by Walschaerts valve gear. The tons of coal. The coal bunker has been designed so 
coupling and connecting rods are of high tensile man- that the coal will be self trimming, as far as poss‘ble. 


ganese molybdenum steel. Both the water pick-up and tender hand brake handles are 
All the laminated bearing springs for the engine and arranged vertically, with bevel wheels to transmit the 
tender are made of silico-manganese steel. The spring motion to its particular mechanism. 
links are screwed to permit of adjustment. The leading The following are the main particulars : — 
truck is of the Bissel type, and the anchor pin is attached Cylinders (2) dia. ” “y - .. 18$in 
to a cross stretcher between the main frames 6 ft. 7? in. Piston stroke .. .. -: - .. 28in 
behind the truck wheel centre. The weight on the truck Wheels, coupled, dia. .. i ES -. 4 ft. 8) in 
; pony truck, dia. + ia ~~ oC. Onl 


is taken through side bolsters, and the side check spring as crite anaaliaans: 
eating surface : 


gear has been carefully arranged to ensure smooth riding. Tubes sf if a ce .. 1,308 sq. ft 
rhe width over the cab plates is 8 ft. 6 in. The drive firebox .. - - +» 155 
is on the left-hand side, and all controls are arranged mac i a ative) as ns “ — 
— en } Wi . , . — e . ; fs: iv ouperneater ee ee o- ee “09 
for convenient handling. A tip-up seat is fitte d on each Combined total .. ii fi ae OS 
side of the cab. A steam brake is provided, with blocks Grate area ‘ : in _ .. 27-8 sq. ft 
to the coupled wheels of the engine, and all the six tender Steam pressure . -s -. 225 Ib. per sq. in 
wheels. rhe engine in ities order weit 70 tons 10 cwt. and 
rhe sanding is of the trickle type, the sand being de- the tender 54 tons 2 cwt. making a total of 124 tons 12 ewt. 


livered to the front of the leading coupled wheels, and ihe It develops a tractive effort at 85 per cent. of the boiler 
front and back of the driving wheels. This gear is con- pressure of 32,438 Ib. The adhesion factor is 4°28. 


225 LB. PER SQ.IN. 






ae ae 
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RAILWAY NEWS SECTION 


PERSONAL 


regret to record the death last 


we it Tankerton, Kent, at the ad- 


vi 1 age of 82, of Mr. Charles 
Stamp. His eldest son is Sir Josiah 
St » Chairman and President of 


the Executive of the London Midland 


& ttish Railway. Sir Josiah and 
I Stamp returned from New York 
O! ine 14. 





Mr. H. E. Roberts, 


nted District Goods and Passenger Manager, 
Euston, L.M.S.R. 


Mr. H. E. Roberts, who, as announced 
in our issue of June 7, has been ap- 
pointed District Goods and Passenger 
Manager, Euston, L.M.S.R., entered 
the head office of the Lancashire and 
Yorkshire Railway at Manchester in 
1902, and was appointed Goods Agent 
successively at Nelson and Bury in 
910 and 1913. During the war he 
from early 1915 until 1919, 
latterly with the rank of Major, and as 
Deputy Assistant Director of Railway 
Transportation. In 1920 Mr. Roberts 
was appointed Assistant District Goods 
Manager, Bolton, and was promoted to 
be District Goods Manager of the new 
Derby District, L.M.S.R., in October, 
1931,.which post was, under the reorgani- 
sation scheme, absorbed in the new 
appointment of District Goods and 
Passenger Manager, Derby, the position 
he has held until his present appoint- 
ment to Euston. 


sery ed 





Mr. J. M. Kirkwood, who, as an- 
nounced in our issue of June 7, has 
been appointed District Goods and 
Passenger Manager, Derby, L.M.S.R., 
began his railway service with the 
L.N.W.R. in the Traffic Department at 


Bushey station in 1898. In 1899 he 
was transferred to the Goods Depart- 
ment, and had experience at Camden, 
Old Ford, and Broad Street stations in 
the London District. Mr. Kirkwood 
was transferred to the General Man- 
ager’s Office at Euston in 1911, thence 
to the Chief Goods Manager’s Depart- 
ment, and during the war his services 
were loaned to the Ministry of Muni- 
tions and the Coal Controller. In 1919 


Bury in 1906. In 1910 he became 
Assistant Superintendent at Hull and 
was afterwards appointed Superinten- 
dent and Steamship Agent at that 
port in 1919, the position he now 
vacates to go to Northampton as 
District Goods and Passenger Manager. 
From 1914 to 1919, Mr. Hauxwell 
acted as Deputy Transport and Storage 
Officer to the Wool Section, Ministry 
of Supply, operating from London. 





Mr. J. M. Kirkwood, 


Appointed District Goods and Passenger Manager, 
Derby, L.M.S.R. 


he returned to the Chief Goods Man- 
ager’s Office, Cartage Section, and in 
1920 was appointed Assistant District 
Goods Manager at Wolverhampton. In 
1922 he was promoted to be Indoor 
Assistant to the London District Goods 
Manager, and in 1925 was appointed 
Assistant Goods Manager at Broad 
Street, for the L.M.S.R. Commercial 


Section. In 1928 Mr. Kirkwood became 
Assistant District Gocds Manager at 


Birmingham, and three years later was 
appointed District Goods and Passenger 
Manager, Leicester, the post he now 
vacates to proceed to Derby. 


Mr. H. Hauxweil, who, as an- 
neunced in THE RatLway GAZETTE of 


June 7, has been appointed District 
Gocds and Passenger Manager, 


Northampton, L.M.S.R., entered the 
service cf the Lancashire & Yorkshire 
Railway in 1895. After passing 
through all sections of the Goods 
Department, he became an Outdoor 
Assistant to the Chief Goods Manager 
at Manchester in 1902, and was subse- 
quently appointed Assistant to the 
District Goods Superintendent for the 
Central Division of Lancashire at 


Mr. H. Hauxvwell, 


Appointed District Goods and Passenger Manager, 
Northampton, L.M.S.R. 


Mr. James Briggs, M.Inst.C.E., who, 
as recorded in our issue of June 7, has 
been appointed Senior Assistant (Per- 
manent Way), St. Pancras, L.M.S.R., 
is the eldest son of the late Mr. James 
Briggs, C.B.E., at one time Engineer- 
in-Chief, Midland Railway. He joined 
the Chief Engineer’s staff of the Mid- 
land Railway in the New Works Sec- 
tion in 1908, and in 1912 was 
appointed as Assistant to the Western 
Divisional Engineer. In October, 1914, 
he was granted a temporary commis- 
sion in the Royal Engineers, and pro- 
ceeded to France in February, - 1915, 
serving there until 1919. During this 
period he was engaged on various rail- 
way constructional works under the 
Director General of Transportation, 
being promoted to Captain in April, 
1916, and Major in June, 1918. He 
was mentioned in despatches on 
March 16, 1919. He returned to rail- 
way service in the New Works Section 
of the Chief Engineer’s Department, 
and in October, 1920, was appointed 


Southern Divisional Engineer. He con- 
tinued in a_ corresponding position 


under the L.M.S.R. until April, 1928, 
when he became District Engineer, 
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Bangor, whence he now goes to St. 
Pancras as Senior Assistant (Per- 
manent Way). Mr. Briggs is a mem- 
ber of the Institution of Civil Engi- 
neers. 
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was transferred to the North Wales 
District at Bangor as a draughtsman, 
becoming Chief Draughtsman there in 
1915. Mr. Irving was promoted to,be 
Assistant Engineer, Bangor, in 1918, 
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pointed Senior Assistant 


St. Pancras, L.M.S.R., ‘—- 
Northern Counties’ Commit! idland 
Railway, as an engineering | 11919 
Three years later he was 


ointed 





Mr. James Briggs, 


Appointed Senior Assistant (Permanent Way), 
St. Pancras, L.M.S.R. 


Mr. C. R. Irving, who, as we re- 
corded on June 7, has been trans- 
ferred as District Engineer from Aber- 
gavenny to Bangor, L.M.S.R., was 
educated at Silcoates, Wakefield, and 
entered the former L.N.W.R. service 
at Crewe in 1900, as a junior draughts- 
man in the Chief Permanent Way En- 
gineer’s office. Five years later he 


Mr. C. R. Irving, 


Appointed District Engineer, 
Bangor, L.M.S.R. 


and for ten months during 1927-28 was 
Acting District Engineer of that dis- 
trict. In November, 1933, he was 
promoted to be District Engineer, 
Abergavenny, whence he now returns 
to Bangor in a similar capacity. 


Mr. R. L. McIlmoyle, who, as noted 
in our issue of June 7, has been ap- 


Mr. R. L. MelIlmoyle 


Appointed Senior Assistant (Struc 
St. Pancras, L.M.S.R. 


Temporary Assistant Engineer, becom- 
ing Assistant Engineer on the staff in 
1924. In 1930 he was appointed Struc- 
tural Assistant, and was largely em- 
ployed on the design of bridges and 
structures in both steel and reinforced 
concrete, including those for the White- 
head widening, Belfast locomotive shops 
and shed, various garages and last, but 














The Hiawatha express of the Chicago, Milwaukee, St. Paul & Pacific Railroad, now the fastest steam train in 
the world (see article opposite) 
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not least, the Greenisland loop. In 
September, 1933, Mr. MclIlmoyle was 
appointed Civil Engineer, Northern 
Counties’ Committee, the position he 
has held until now. During his tenure 
of this office he has been responsible for 
the re-signalling and re-alignment of 
loops on the main line to permit of fast 
running of through trains, which now 
normally pass through these loops at 
spet is of 60 and 70 m.p.h. 


Mr. W. F. Noble, Locomotive Superin- 
tendent of the Midland Uruguay Rail- 
wav, arrived in London on June 20 
on leave. 





The London & North Eastern Rail- 
way points out that the correct designa- 
tion of Mr. R. W. McEwen is Book- 
keeper, Divisional Accountant’s office, 
Southern Area. 


Mr. T. J. Durnford, Technical Adviser 
to the Chief Mechanical Engineer, 
Buenos Ayres Great Southern and 
Buenos Ayres Western Railways, has 
arrived in England on leave. 


Sir George Smith Clark, Bart., late 
Chairman, Great Northern Railway 
(Ireland), whose death was announced 
in our issue of April 5, left personal 
estate in England, £718,027, and in 
Northern Ireland, £502,236. 


We regret to learn of the recent death 
of Dr. Leonhard Hentzen, a prominent 
German signalling authority. Entering 
the service of the Prussian State Rail- 
ways at Hanover in 1881, he became 
Signal Superintendent of the Essen 
Division in 1885. In 1907 Dr. Hentzen 
became chief of the signal section in the 
Central Technical Office in Berlin, and 
took charge of the work of designing a 
standard system of mechanical signal- 
ling, for which he received the Prussian 
Civil Engineering Medal in Silver. In 
1927 he published a valuable book 
entitled ‘‘ Das Einheitstellwerk.’”’ Dr. 
Hentzen, who was for many years 
Chairman of the Block and Interlocking 
Committee of the Prussian State Rail- 
ways, retired in 1923. 





INDIAN BIRTHDAY HONOURS 
Rai Bahadurs B.R. Singh, retired 
Agent, E.B.R., and Lala Mathra Das, 
Director of Establishment, Railway 
Board, have been made Dewan Baha- 
durs. 


DIRECTORATE OF THE GERMAN STATE 
RAILWAY COMPANY 

In addition to the six members of the 
German State Railway Company’s 
Board of Management, whose names 
were given—as appointed by the Govern- 
ment—in our issue of March 8 last, the 
following are the other members :— 

Kurt Freiherr von Schroeder, Herren 
Carl Bergmann, Eric Kohler, Georg 
Korner, Carl Krecke, Hermann R. 
Miinchmeyér, Albert Pietzch, Karl 
Renninger ; “Drn. Krupp von Bohlen 
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und Halbach, Wilhelm Ohnesorge, Her- 
mann Reischle, Fritz Todt, and Tilo 
Freiherr von Wilmowsky. 





Among the experts recently appointed 
by M. Laval, the new French Premier, 
as his personal advisers upon financial 
matters, is M. Raoul Dautry, General 
Manager of the State Railways. 





Mr. H. F. Clayton, of fog-signalling 
machine fame, and founder of Karrier 
Motors Limited, left estate valued at 
£107,346 (£104,836 net). 





We regret to record the recent death 
of Mr. James Manson, J.P., M.I.Mech.E., 
M.I.Loco.E., formerly Locomotive 
Superintendent of the late Glasgow & 
South Western Railway, at the age of 
89. Mr. Manson served his apprentice- 
ship in the Kilmarnock workshops of 
that system between 1861 and 1866, and 
was afterwards in the drawing office. In 
1869-70 he gained further experience 
at the works of Barclay, Curle & Co., 
Glasgow, before serving with the Bibby 
Line as a marine engineer for about five 
years. In 1875 he rejoined the G. & 
S.W.R., and became, first, Locomo- 
tive Inspector and then Assistant 
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Works Manager, being promoted Works 
Manager in 1878. In 1883 he was 
appointed to be Locomotive, Carriage 
and Wagon Superintendent of the Great 
North of Scotland Railway. His auto- 
matic single-line tablet exchange appar- 
atus was invented during the seven 
years he was at Inverurie. It was in 
1890 that Mr. Manson returned to the 
G. & S.W.R. as Locomotive Superin- 
tendent, from which position he retired 
ia 1912. He was a member of the 
Institution of Mechanical Engineers and 
President of the Institution of Loco- 
motive Engineers. 


INDIAN RAILWAY STAFF CHANGES 


Mr. H. J. Allinson has been appointed 
to officiate as Chief Electrical Engineer, 
E.I.R., as from April 16. 

Mr. S. H. Sharp has been confirmed 
provisionally as Deputy Chief Mecha- 
nical Engineer, G.I.P.R., as. from 
April 1. 

Mr. E. C. Whelan, Government 
Inspector of Railways, Burma, has been 
granted 18 months’ leave as from 
April 24; Mr. A. G. Hall has been 
appointed to officiate in Mr. Whelan’s 
place as from the same date. 








The Hiawatha Obtains a World’s Record 


(See editorial note on page 1198) 


The schedule of the Hiawatha Express* 
of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad, which began to run on 
May 29 last between Chicago, St. Paul 
and Minneapolis, proves this to be the 
fastest train in the world that is hauled 
by steam. On the northbound journey 
the departure from Chicago is at 1 p.m., 
and the first 85 miles, to Milwaukee, 
are rin in 75 min., at a start-to-stop 
average of 68 m.p.h. A stop of 2 min. 
is made at Milwaukee, and the next 
section, 92-9 miles'in length, to Portage 
is run in 84 min., at 66-4 m.p.h. Be- 
tween stops at Portage and New Lisbon, 
both momentary in duration, the 43-1 
miles are run in 36 min., at 71-8 m.p.h., 
and the 59-8 miles from New Lisbon 
to La Crosse require 53 min. and a start- 
to-stop average speed of 67-7 m.p.h. 
By this sequence of fast timings, there- 
fore, the 280-8 miles from Chicago to 
La Crosse are covered in 4 hr. 11 min., 
with a 2-min. stop at Milwaukee and 
two other brief halts comprised within 
this overall average of 67-1 m.p.h. 
After a stop of 5 min. at La Crosse, 
the 27-5 miles to Winona are scheduled 
in 29 min., and the final 102-2 miles 
from Winona to St. Paul in 105 min., 
this stretch of line being not so suitable 
for high-speed travelling as that east of 
La Crosse. For the complete 410 
miles from Chicago to St. Paul, including 
one 5-min. and four other brief stops, 
the total time is 390 min. (63 hr.). In 
the reverse direction, also leaving 
St. Paul at 1 p.m., the southbound 
Hiawatha runs to Winona in 105 
min., and on to La Crosse in 29 min., as 


“* The Hiawatha Express was described on 
p. 1037 of THE Rattway Gazette of May 24. 





on the northbound journey, and stops 
5 min. at La Crosse. The booking from 
La Crosse to New Lisbon is 52 min. for 
the 59-8 miles, and from New Lisbon to 
Portage 35 min. for 43-1 m.p.h.; the 
respective start-to-stop speeds de- 
manded are 69 and 73-9 m.p.h., and 
the latter is, for the moment, the fastest 
steam-hauled booking in the. world. 
From Portage to Milwaukee the allow- 
ance is 83 min. for the 92-9 miles (67-2 
m.p.h.), and after a 5-min. stop at Mil- 
waukee, the Hiawatha completes the 
eastbound journey by running the 85 
miles to Chicago in 75 min., at 68 m.p.h. 
In this direction also, therefore, the 
time of 4 hr. 11 min. obtains for the 
280-8-mile journey from La Crosse to 
Chicago, including three stops, one of 
5 min. duration, requiring an inclusive 
average speed of 67-1 -m.p.h. This is 
precisely the same figure as that which 
will obtain in the case of the Silver 
Jubilee Express of the London & North 
Eastern Railway, which is to begin 
daily operation in October next, and is 
to be booked over the 268-3 miles 
between King’s Cross and Newcastle in 
4 hr. (67-1 m.p.h.), inclusive of a 1-min. 
stop at Darlington and severe slowings 
through Peterborough, Selby, York, 
and Durham. We have no information 
as to the service slacks on the Milwaukee 
main line, but, unlike those of its com- 
petitors between Chicago and' the Twin 
Cities—the Chicago & North Western 
and the Chicago, Burlington & Quincy— 
the Milwaukee has a double track 
throughout between Chicago and- St. 
Paul. Thus the Cheltenham — Flyer 
now loses-its supremacy. for steam.. to 
the Hiawatha. ; 
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The Railway Stores Department 


(See editorial note on page 1198) 


Of all the contributions to railway 
efficiency, that of the stores department 
is probably most often overlooked, 
for, apart from a modest business in 
the sale of scrap, its chief function is 
to spend. An interesting evaluation of 
the department’s true 
operating organisation was _ given 
recently in a paper read to the G.W.R. 
(Birmingham and _ District) Debating 
Society by Mr. H. Marsh, in which 
the bearing on railway finances of its 
stewardship of the one-fifth of gross 
earnings entrusted to its care was dis- 
cussed in detail. 

Although the purchase and issue of 
supplies are dealt with by distinct 
branches of the stores organisation, one 
must be thought of as the corollary 
of the other. \ large amount of 
material is brought under contracts 
because the establishment of regular 
sources of supply brings the assurance 
that needs will be met as and when 
required Other advantages of the 
system are that it tends to bring about 
lower prices, since negotiation ahead of 
requirements gives more time for the 
exploration of competitive markets 
Furthermore, the labour and office 
expenses incidental to repetitive nego 
tiations for individual orders are saved. 
In calling for tenders, the railways 
idhere as a matter of policy to a 
definite and observed closing date for 
the proposals, followed by the prompt 
acceptance of the most favourable 
among them. Not only do_ these 
methods establish good relations with 
traders but they benefit the engineer- 
ing departments by obviating delays in 
the acquisition of materials required 
for construction and maintenance 
programmes. 

Although, to save storage expenses 
and possible deterioration, it is the aim 
of the stores department to keep stock 
moving, the rate of flow naturally 
fluctuates with demand. The facilities 
for keeping stock until called for are 
therefore important, and methods of 
piling and segregation have a bearing 
on the economical functioning of the 
warehouse. It is usual to store goods 
in piles of 10, 20, 50, 100, or another 
unit suitable to their size and shape, 
so that counting for issue is facilitated 
and it is easy to see how much stock is 
in hand. The piling, and subsequent 
issue, of new material in front of old 
can be avoided, which is particularly 
important with perishable goods. The 
good storekeeper guards against accu- 
mulation of material which must be 
stored outside so that the expense of 
treatment against rust can be mini- 
mised. 

The control of stock calls for close 
co-operation with the using depart- 
ments so as to keep informed of pro- 
grammes of new work. It is therefore 
very desirable for the stores depart- 
ment to be represented at all depart- 


status in the 


mental conferences where anything 
affecting the use of materials is con- 
sidered. Efforts can then be made to 
secure progressive control by regulating 
the deliveries from manufacturers. The 
requirements of maintenance work are 
more regular and can to some extent be 
forecast by the study of past records. 
Failure to provide for both classes of 
demand may cause serious dislocation 
of the revenue earning machinery due 
to delayed work and_ unnecessary 
labour. 

An important member of the stores 
department is the material inspecting 
officer, whose reports on new products 
enable the stores superintendent to take 
advantage of improvement or to save 
paying higher prices unnecessarily for 
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goods of a quality alleged 


better 
than previously supplied inspection 
also acts as a check on th teriora- 
tions sometimes involved y manu- 
facturers compete to lower prices. It 
is not only the purchaser of s ; who 
benefits by the inspector’s se: s, but 
also those who depend 1 the 
materials for otten exacting 
Since the stores departn pur- 
chases many of its supplie the 
railway shops, it is importa: those 
charged with its administrati have 
a detailed knowledge of man turing 
costs so as to determine what ind 
is not, economical to procur this 
source. Lhe economic necess: f all 
these studies necessitated the ation 
of a stores department as a separate 
entity, and as such it has justified its 
existence by giving an improved ser 
vice ot supply, by minimising the stock 
investment, and by finding litable 


markets for discarded materials 








G.W.R. Centenary Posters 





The approaching centenary has in- 
spired two admirable posters from the 
Great Western Railway publicity depart- 
ment. That reproduced is a striking 
composition by Ralph Mott, who has 
graphically expressed the theme of 
progress in profiles of an early broad 
gauge engine and the partly-stream- 
lined locomotive of the ‘“‘ King ”’ class. 
These appear in white on a blue ground, 
while the lettering stands out well in 
black, buff, and red. The second 
poster will be familiar to our readers, 
as it is from the photograph of the 
Cornish Riviera Express near Dawlish 
which was reproduced as a_ colour 
plate in our issue of July 6 last. Mr. M. 
Secretan’s colouring of the scene will 
undoubtedly be as much admired in 


poster size as it was in our smaller 
reproduction, since it gives full value 
to the happy combination and blending 
of railway and scenic interest caught 
by the camera. At the foot of the 
poster is a drawing of the famous broad- 
gauge locomotive North Star, and the 








words 100 Years of Progress, 1835- 
1935.”’ 
SEATON CAREW STATION. — The 


L.N.E.R. is to provide additional plat- 
form accommodation at Seaton Carew 
station, near West Hartlepool, in order 
to deal with the increasing number of 
visitors who travel by rail to this 
popular seaside resort. The down plat- 
form will be widened from 9 ft. to 18 ft. 
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The Welwyn Garden City Collision 


» accompanying sketch shows the 


la t at the scene of the unfortunate 
accident at Welwyn Garden City about 
11.20 on the night of Saturday last, 
| 15. The two trains involved were 


travelling on the down fast line. 
the evening in question, the 
10.45 p.m. express from King’s Cross 


t -weastle was running in duplicate. 
There was a parcels train timed to 
leave at 10.50 and it was carrying 


p ngers also. The second portion 


of the express was slowed as it ran 
through Welwyn Garden City and it was 
just about to resume normal running 
when it was caught up and run into 


by the parcels train, which approached 


apparently at full speed. The rear 
coach of the Newcastle train was 
completely destroyed, and the next 
vehicle overturned. Most of the conse- 
quent damage was in the coaches in the 
middle of the parcels train. The first 
th vehicles of the latter were of 


modern construction and they and 
their locomotive stood the shock won- 
derfully well; in fact, the engine was 
able to move away under its own steam. 
[hirteen passengers and the guard of 
the Newcastle train were killed. Despite 
the extent of the wreckage, the line 
was cleared by 4.30 on Sunday after- 
noon—just 17 hours after the collision. 
Colonel Mount was appointed to 
conduct the Ministry of Transport 
inquiry. He made a preliminary inspec- 
tion of the scene of the accident on 
Sunday, and opened his inquiry yester- 
day (Thursday). As that is proceeding 
go to press, our report thereon 
must stand over until our next issue. 
lhe King on Monday sent the follow- 
ing message to Mr. William Whitelaw, 
Chairman of the L.N.E.R. :— 
lhe Queen and I are greatly shocked to learn 
of the serious railway accident at Welwyn. 
In condoling with you and the directors of 
r company, I should be glad if you would 
to the friends and relatives of the dead 


as we 


convey 


und injured an expression of our deep sympathy. 
EORGE R.I. 


Mr. Whitelaw replied to the Equerry- 
in-waiting, Sandringham :— 

| beg to express the deep gratitude of my 
board for their Majesties’ gracious message 

irding the regrettable accident at Welwyn, 
nd their Majesties’ expression of deep sym- 
pathy will be conveyed to the friends and 

itives of the dead and to the injured. 

[ am pleased to inform you that latest 
reports are to the effect that generally the 

red are making satisfactory progress. 


In concluding his answer to a question 
addressed to him on Monday, the 
Minister of Transport said (as recorded 
in our ‘‘ Questions in Parliament ”’ 
alongside) that the House would wish 
him to take this opportunity of express- 
ing the deep sympathy which they all 
must feel for those affected by the 
accident. Answering a subsequent ques- 
tion as to whether the Minister would 
take steps to inquire whether there 
were not too many trains in too short 
a space of time using that portion of 
the railway, Mr. Hore-Belisha said that 
the inspecting officer would take all the 
relevant evidence. 


On the latter point, we would say 
that, anticipating such a point might 
arise, we asked Mr. Barrington Ward on 
Monday whether the traffic was heavier 
than usual that night, but were told 
that actually the occupation of the line 
was rather lighter. Between 9 p.m. 
and the time of the collision there 


OUTER HOME 
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HATFIELO-LUTON SINGLE LINE «—~_ —— 


had been, on the down lines, 5 express 
passenger, 2 ordinary passenger, ‘and 
3 freight trains; on the up line there 
were 6 express passenger, 2 ordinary 
passenger, and 6 freight. There was 
nothing unusual in the train working. 

The coroner’s inquest was opened on 
Wednesday. The jury visited the scene 
of the accident, and, after evidence as 
to the identification of the bodies had 
been given, the inquest was adjourned 
until July 5. 


POINT OF COLLISION 


To LUTON 











From KING’S UP FAST 


WN SLOW T= CS 
+, «pt DOWN FAST Sa Pa SIGNAL Box? > 
ba al CEIRIIREE 


— 
| 





CROSS UP SLOW 


a i _sTO THE NORTH 








HATFIELD-HERTFORD SINGLE LINE, | 


HATFIELD SB 
ome 


7 jf To HERTFORD 


T 
| 
| 





Sketch plan of Welwyn Garden City station layout 








Sir Ralph Wedgwood 


Interviewed by a representative of 
one of the daily papers, Sir Ralph 
Wedgwood, Chief General Manager of 
the L.N.E.R., gave his opinions on 
certain matters which have been dis- 
cussed in the public press in con- 
nection with the Welwyn accident. In 
agreeing that rolling stock of varying 
age has to be used in passenger trains, 
Sir Ralph Wedgwood pointed out that 


this makes no difference to braking 
power. 
Although signal boxes had _ been 


reduced in number as a matter of 
economy it actually made for greater 
safety. By the adoption of the track 
circuit as finances allowed, safety was 
still further enhanced. Staffs had been 
reduced, but numbers did not mean 
safety. The Ministry of Transport 
inquiry into the accident would reveal 
whether or not there is cause for criti- 
cism such as that about rolling stock 
and staff reductions. 

Sir Ralph Wedgwood referred to the 


on Railway Accidents 


train control system on the Great 
Western as being perhaps the best 
thing towards safety, but its cost 


militated against its extensive adoption. 
The great difficulty, although it was 
not insuperable, was money. 

The L.N.E.R. was adopting more 
and more on its stock the buck-eye 
type of coupling resembling hand’ over 
hand with fingers interlocked. The 
strength of this type of coupling was 
demonstrated in the Welwyn accident, 
in which two coaches of the wrecked 
train with steel undercarriages doubled 
over but were held together so that 
no telescoping tock place between 
the two vehicles. 

Steel undercarriages and the 
L.N.E.R. system of coupling probably 
made for greater safety, but there 
again finance entered into the question. 
Rolling stock could not be completely 
replaced in a few months. Finally, 
said Sir Ralph Wedgwood, the British 
railways are still the safest in the world 








Questions in Parliament 


The Welwyn Railway Accident 

Major Attlee on June 17 asked the 
Minister of Transport whether he could 
give the House the latest information 
regarding the railway disaster at Welwyn 
Garden City. 

Mr. Hore-Belisha.—I understand from 
the L.N.E.R. that the 10.50 p.m. parcels 
and passenger train from King’s Cross 
ran into the rear of the duplicate 
portion of the 10.45 p.m. Newcastle- 
West Riding express on Saturday 
night near Welwyn Garden City station. 
The latest information which I have 
received from the company is that 
14 persons were killed or have since 
died and that the injured number 45. 
The House will wish me to take this 


opportunity of expressing the deep 
sympathy which we must all feel for 
those affected by the accident. I have 
already appointed the Chief Inspecting 
Officer of Railways to hold an inquiry 
into the circumstances. : 


Scotland and Transport Works 

Mr. H>nderson Stewart asked the 
Chancellor of the Exchequer on June 17 
whether it was the intention of the 
Government to extend to Scotland, 
for the improvement and co-ordination 
of its transport services, any form. of 
financial support similar to that an- 
nounced for London railway transport. 

Mr. Duff Cooper (Financial Secretary 
to the Treasury) replied.—-His Majesty’s 
Government will be ready to consider 
any sound scheme of like character 
which may require Exchequer assistance 
if it is laid before them. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Moses Gate, near Bolton, L.M.S.R.: 
January 18, 1935. 


With the help of the sketch repro- 
duced herewith, which accompanies 
Colonel Woodhouse’s report on _ this 
collision, the facts can soon be told. 
Soon after 6 o’clock on the evening in 
question, a train of four empty bogie 
coaches, which had been _ propelled 
from Bolton on the up loop line, came 
to a stand in the up sidings prepara- 
tory to being, as usual, drawn through 
the through road on to the down main 
line and, by 27.27 facing points, into 
the down loop. The train should then 


Yorkshire section for seven or eight 
years, he had never shunted from the 
up sidings to the up loop or to the 
ballast siding, and consequently had 
never seen No. 7 signal lowered. He 
added that he had always run from 
the up sidings to the down loop, and 
never to the down main line, and that 
until after the accident he had always 
thought that No. 6 signal, which was 
lowered for him on this occasion, led 
to the down loop, and No. 7 to the 
down main line. 

The fireman, Baron, took with him 
an engineman’s handlamp, which was 
already lit, but which was not pro- 
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Sketch plan showing approximate point of collision 


have gone sufficiently far along the 
down loop to clear the points of the 
carriage sidings, in which the empty 
stock was to be stabled. Here, the 
position of the down main starting 
signal should be noted, and that the 
driver was driving from the left-hand 
side cf the footplate, with the engine 
running chimney first. The signalman 
failed, however, to set the road 
properly, and, instead of the train 
running into the loop it continued on 
the down main. Neither the signal- 
man nor the driver had that error 
revealed by the signals for leaving the 
up sidings, as the top arm of the siding 
signals applies to either continuing on 
the down main or turning into the 
down loop. 

Driver Pettit stated that he began to 
look out of the cab towards the rear of 
his train when he reached Green Lane 
overbridge, expecting to receive a lamp 
signal from the guard to indicate that 
the train was clear of the carriage 
siding points; that he then noticed that 
the abutment of the bridge was farther 
from him than it should have been, 
and realised for the first time that his 
train was on the down main line. 
Pettit said that he then applied the 
brake at once, and sent his fireman 
back as soon as the train stopped to 
ascertain if the guard was carrying out 
rule 55. It did not occur to him to 
attract the signalman’s attention by a 
series of ‘‘ pops’”’ on the whistle. 
With regard to the signals controlling 
the exit from the up sidings, Pettit 
explained that though he had been 
working on the former Lancashire and 


vided with a red glass. When he got 
to the van the guard was not there, 
so, as he could hear a train approach- 
ing, he took off the tail lamp, which 
was burning well, and ran towards 
the oncoming train, waving the lamp. 
The reason why the guard was not in 
his van was that he had realised that a 
mistake had been made and had ap- 
plied the vacuum brake. When the 
train stopped he went to the signal 
box, walking, for greater safety, along 
a path on the north side of the up 
loop. The signalman, seeing the white 
light of the hand lamp carried by the 
guard, took it for a signal to open 
the carriage siding points for the train 
to back in. 

The signalman, as has been said, did 
not recognise that he had made a 
mistake, and when a down passenger 
train was offered him he accepted as 
there were 593 yd. between the outer 
home and the inner home that was 
protecting the movement, from the up 
sidings to the down main, then being 
made by the empty stock. When that 
train was, as he thought, inside the 
loop, he lowered the signals for the 
passenger train and the collision fol- 
lowed. There were only minor per- 
sonal injuries. 

The only point in the evidence of the 
driver of the passenger train calling 
for mention is that when nearing the 
overbridge he saw a moving red light 
ahead. Owing to the slight curve it 
did not appear to him to be on the 
down main line, and he concluded that 
someone was removing a tail lamp 
from a train of carriages standing on 
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the down loop, preparatory to shunt- 
ing them back into the sidj he 
added that he had often seen this being 
done previously, and thought that if 
the tail lamp had not been removed 
from the stationary train he would 
have appreciated its significanc: 
After placing the blame f the 
accident upon the signalman, ving 
that greater alertness on the part of 
Driver Pettit would have mi ised 
the force of the collision and | bly 
prevented it entirely, and commending 
Fireman Baron in that he did his best 
to avert the collision which he saw to 
be imminent when he provided himself 
with the only available danger il 


the tail lamp of the empty stock train, 
Colonel Woodhouse concludes: 


The arrangement of the signals at exit 
from the up sidings, whereby the san m, 
No. 6, leads either to the down loop or to the 
down main line, depending upon the p on 
of the facing points ahead, is not altogether a 
desirable one, especially as other signals | ng 
a similar function, such as that at tl xit 
from the down sidings, are provided ith 
separate arms for each of the two paths avail 
able. It appears likely that the prov of 


an additional arm on each signal, or 
tively of separate interlocked levers 
frame to work the top arms, depending on 
whether No. 27 points are normal or reversed, 
might have prevented this accident. | Lis 


connection it should be borne in mind that at 
present No. 6 arm is a “right away”’ signal 
when the points are set for the down loop, | 
that it leads up to the starting signal when 


No. 27 points are normal. I therefore recom 
mend that the company should be asked to 
consider an alteration of the signalling on the 
lines suggested above. 

With reference to Fireman Baron’s attempt 





to stop the passenger train, it seems desirable 
that enginemen should be able to show a danger 
signal to drivers of other trains when performing 
protective duties at night. The pattern of 
handlamp supplied in this instance was not 


capable of showing a red light, and I think 
that the company should be asked to consider 
this point. 

A further point arises in connection with 
the practice of removing the tail lamp from 
a train about to enter the carriage sidings 
before it leaves the down loop, which the driver 
of the passenger train stated to be a common 
one. If this is the case, I am of opinion that 
instructions should be issued prohibiting it, 
inasmuch as the down loop is worked per 
missively, and the absence of a tail lamp from 
vehicles standing upon it at night introduces a 
wholly unnecessary risk. 








G.W.R. PostEers.—Five posters re- 
cently issued by the Great Western Rail- 
way should encourage a wide exploration 
of this country. A pleasing coloured 
study of the Bank of England, to which 
a picturesque touch is added by the 
arrival of the guard, advertises the 
multifarious interests of London—the 
Heart of the Empire, and is the work of 
Mr. Claude H. Buckle. Two posters, 
entitled ‘‘ Southern Ireland” and 
‘Wales for Wonderful Holidays,’ are 
executed by Mr. Leonard Cusden. The 
Irish scene is carried out with great 
economy and effective colouring, while 
in his Welsh poster Mr. Cusden gives 
with an equal saving of line and bold- 
ness of tint an impression of tourists 
resting on a mountain side. Two larger 
posters are ‘ Cornwall,’”’ by Mr. Frank 
Newbould, and ‘‘ Wales,”’ by Mr. A. B. 
Webb—both inspired by coastal scenery 
and deriving heightened effect from a 
judicious liveliness of colour. 
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Further Details of the £35,000,000 Scheme 


In the House of Commons Mr. 
Lansbury, on June 18, asked the 
Chancellor of the Exchequer whether 
he could give the House further parti- 
culars of the arrangements for the 
London Passenger Transport improve- 
ment scheme. 

M Chamberlain.—I am glad to 
state that the detailed arrangements 
between the Treasury, the L.P.T.B., 
the L.N.E.R., and the G.W.R. have 
now been concluded and an agreement 


has been initialled for signature by 
the parties. A White Paper containing 
a memorandum on the proposed finan- 
cial resolution to authorise the intro- 
duction of the necessary Guarantee Bill 
will be available in the Vote Office 


Annexed to this memo- 
randum is a copy of the agreement 
between the parties. The financial 
resolution authorising the introduction 
of the Bill will appear on the Order 
Pay to-morrow (June 19). 

\ir. W. Thorne.—Is there any truth 
in the statement that appears In some 
newspapers that the Government is 
to pay the interest on the £35,000,000 
of capital expenditure of this railway 
development scheme ? . 

Mr. Chamberlain.—No, sir. 

Sir A. M. Samuel.—Will it not be 
necessary for private Bills to be intro- 
duced in connection with this work, 
and has the Chancellor of the Ex- 
chequer any information about these 
private Bills ? 

Mr. Chamberlain.—yYes, it will be 
necessary. I cannot tell my _ hon. 
friend when these will be ready, but 
no time will be lost in the matter. 

In replying to Mr. Lansbury on a 
question about the order of business, 
Mr. Chamberlain said that, in view of 
the urgency of the London Passenger 
Transport improvement scheme, the 
Committee stage of the money resolu- 
tion relating to the Government guaran- 
tee, would be taken on Friday next 
June 21), instead of the business of 
Supply previously announced. 

lhe memorandum issued in the White 
Paper states that the proposed financial 
resolution authorises the introduction 
of a Bill empowering the Treasury 
to guarantee the payment of the prin- 
cipal of a loan not exceeding £40,000,000, 
together with interest thereon, to be 
raised by a company to be formed with 
a nominal capital by the Treasury 
for the purpose of lending the necessary 
moneys to the transport undertakers. 
This Bill will also authorise the exemp- 
tion from stamp duty of the agreement 
between the Treasury and the transport 
undertakers and of certain supple- 
mentary agreements. The maximum 
liability of the Treasury under the 
proposed guarantee is a principal sum 
of £40,000,000 together with interest 
thereon, but it is not anticipated that 
in fact any charge will fall upon the 
exchequer. 

The draft agreement provides that the 
transport undertakers (the London 
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Passenger Transport Board, the Great 
Western Railway Company, and the 
London & North Eastern Railway Com- 
pany) shall apply to Parliament as 
soon as practicable and use their best 
endeavours to obtain the statutory 
powers required. The works are to be 
executed as speedily as possible subject 
to the due co-ordination of the various 
works as parts of a complete scheme, 
and September 30, 1940, is envisaged 
as the date for completion. The trans- 
port undertakers are to borrow from 
the proposed company the necessary 
money in the following proportions :— 
London Transport, 70 per cent. ;G.W.R., 
5 per cent. ; and L.N.E.R., 25 per cent. 
These proportions may be varied by 
agreement between the transport under- 
takers, with the approval of the Trea- 
sury. They are to defray, in the agreed 
proportions, the expenses of the forma- 
tion, administration, and winding-up 
of the proposed company and of the 
creation, issue, and management of its 
securities. They will respectively de- 
posit in a joint account with the company 
all moneys borrowed by them. 

The proposed L.N.E.R. Bill will take 
power to charge to a suspense account 
for a period of five years from the 
completion of the Great Eastern elec- 
trification, and of the Central London 
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works in connection therewith, the 
cost of rolling stock completely dis- 
placed in consequence of such works. 

The first schedule to the draft agree- 
ment sets out the scheme of works, 
which we detailed on page 1133-4 
of our issue of June 7. In a few cases 
the particulars are a little more explicit 
than those at first issued by the Chan- 
cellor of the Exchequer. Thus a refer- 
ence is made to junctions of the Central 
London tube with the Loughton and 
Grange Hill, L.N.E.R., lines; this 
follows a report published in an Ilford 
newspaper of a statement by Mr. 
Frank Pick that the tube would con- 
tinue to Newbury Park. 

In addition to electrification of the 
L.N.E.R. Edgware branch, it is now 
announced that this will be doubled. 

Further London Passenger Transport 
Board works now mentioned are the 
re-signalling of the Bakerloo line and 
the enlargement and improvement of 
the board’s power supply. 

It is further provided in the agree- 
ment that all plant, machinery and 
materials required in connection with 
the proposed works shall so far as 
practicable be of United Kingdom 
origin and all manufactured articles 
shall (unless the Treasury shall other- 
wise agree in writing) be wholly manu- 
factured in the United Kingdom (pre- 
ference being given other things being 
equal to firms in the Special Areas). 








Great Western Railway and Road Licences : 


Mr. A. F. Nicholson, O.B.E., the 
Licensing Authority for the Western 
Area, made some strong comments at 
Exeter on Monday last on the course 
pursued by the local branch of the 
Road Haulage Association in its opposi- 
tion to the granting of licences to the 
G.W.R. He explained that the railway 
company’s application for road licences 
in the Western Licensing Area made in 
April, 1934, was heard at Exeter on 
September 19, when the objectors con- 
tended that the company had not com- 
plied with the Act which requires “a 
separate application in respect of each 
base.” Their Counsel, Mr. Aitkin 
Watson, agreed however, not to insist 
on republication provided an adjourn- 
ment took place to enable his clients to 
consider the actual allocation of stock. 
By general consent a further hearing was 
fixed for October 2 last, when, after a 
most protracted and searching cross- 
examination, all the licences asked for 
were granted. 

The objectors, however, appealed, and 
six days in February, March, and April, 
1935, were devoted to the case at 
Westminster, when Mr. Ernest Thesiger 


for the appellants, notwithstanding 
what had taken place, successfully 
argued that certain of the _ grants, 


affecting 26 motors and 12 trailers were 
ultva vives, there having been no 
separate publication. The railway com- 
pany was therefore compelled on the 
promulgation of the tribunal’s decision, 


to remove these vehicles from service 
until the law had been complied with 
and the applications affected were re- 
heard. To ensure that these vehicles 
were actually demobilised the local 
Branch Secretary of the Road Haulage 
Association, Mr. Humphrey Cooke, went 
to the length of reminding the Licensing 
Authority by letter of his impotence 
under the Act to issue a short term 
licence. Mr. Nicholson concluded by 
stating that he should repose little faith 
in future in compacts made between 
opposing parties in Court. 

The objectors were on this occasion 
represented by Mr. Corpe for the 
Somerset branch and Mr. Templeman 
for the Devon branch of the Road 
Haulage Association. Mr. Humphrey 
Cooke for the Cornwall branch, did not 
appear, and wrote asking for an adjourn- 
ment on the ground that there had not 
been time for him to prepare his case. 
Needless to say, this request, rightly 
dubbed ‘‘ preposterous ’’ by Mr. Gilbert 
Woodward, acting for the Great Western 
Railway, was declined and five objec- 
tions received by the company a day 
late were set aside. Mr. Templeman 
and Mr. Corpe expressed regret at what 
had occurred and desired to dissociate 
themselves entirely from the action 
which had been taken at the appeal. 
The applications in respect of the only 
four bases where proper objections had 
been lodged were then heard and the 
whole of the applications granted. 
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NOTES AND NEWS 


New Vosges Tunnel Pierced.— 
On Sunday last the two gangs engaged 
on completing the new railway tunnel 
between Sainte Marie aux Mines and 
Luzes drank a toast in champagne to 
the enterprise when the headings met. 
We published a sketch map of the new 
routes which will be established by the 
completion of this tunnel in our issue 
of June 29, 1934. 


Passimeter Booking Office for 
Selby Station.—The L.N.E.R. will 
shortly proceed with the provision of a 
passimeter type booking office on the 
down platform at Selby station. At 
present tickets are issued at the booking 
office and collected-at the station exit. 
The ticket issuing and collection arrange- 
ments will, in future, be centralised in 
the new passimeter office. 


Road Accidents.—The Ministry of 
Transport return for the week ended 
June 15 of persons killed or injured in 
road accidents is as follows. The 
figures in brackets are those for the 
corresponding week of last year :— 

Killed, including 
deaths resulting from 


previous accidents 
98 (120) 


Injured 


England ... 4,520 (4,648) 








Wales one — Ss 264 (192) 
Scotland ... se BD (56) 455 (440) 
115 (142) 5,239 (5,280) 


The total fatalities for the previous week 
were 114, as compared with 154 for the 
corresponding period of last year. 


Rail and Air to Red Lake.—To 
facilitate the development of the Red 
Lake Gold mining district of North- 
western Ontario, Canadian Airways 
has established a base at Minaki on the 
transcontinental line of the Canadian 
National Railways, where accommoda- 
tion for aeroplane passengers is now 
available. Planes will leave Minaki at 
9.20 a.m. on Mondays, Wednesdays, and 
Fridays, returning about noon. Minaki 
is reached by The Continental Limited 
train of the Canadian National Railways, 
operating a daily service between Mon- 
treal, Toronto, and Vancouver. Minaki 
Lodge, a summer resort in delightful 
surroundings, opens for the season cn 
June 27. 


‘* Normandie ’’ Special Plymouth- 
London Train.—On the occasion of the 
return of the s.s. Normandie, on June 12, 
from her record-breaking maiden out- 
and homeward voyage, whereby she 
gained the Blue Riband of the Atlantic, 
the connecting Great Western Railway 
special train also made a remarkable 
run from Plymouth to London, No. 
4094 Dynevor Castle 4-6-0 locomotive, in 
charge of Driver Bickley of Laira shed, 
was at the head of a train of seven 
vehicles—a van, four special saloons, a 
kitchen car and a brake-first—weighing 
247 tons tare. Millbay Docks were 
left at 1.20 p.m. and Paddington was 
reached at 4.58 p.m., the intervening 
226? miles being covered in 218 min. 
The first 1} miles to Plymouth North 


Road station took 5 min. owing to the 
nature of the line from the docks, so 
that the 2254 miles North Road-Pad- 
dington occupied only 213 min., and the 
1734 miles from passing Exeter to the 
stop were covered in 151 min. at an 
average speed of 69-0 m.p.h. 


Moscow Underground Extension. 
—Within a month of the opening to 
public traffic of the first section of the 
Moscow underground railway, a report 
has been issued that construction work 
has begun on the next seven miles of the 
proposed system. It is intended to use 
more than 70,000 workers on this section 
and to complete it by the end of 1937. 


Wireless Communication on the 
Etat.—Recent paragraphs in the daily 
press have referred to the equipment of 
locomotives on the French State Rail- 
ways with wireless to enable enginemen 
and signalmen to communicate direct. 
Actually the State Railways are trying 
a wireless arrangement at Rouen (Rive 
Gauche) to enable a traffic regulator to 
communicate from his office with shun- 
ting locomotives. This device has given 
good results up to a maximum of 
10 km. per hr. Also on the single 
line between Chartres and Massy- 
Palaiseau trials are being made with 
wireless communication apparatus for 
connecting a fixed point with a plate- 
layers’ trolley working on the line. So 
far these matters are entirely experi- 
mental. 


Train Control at Newcastle.—It 
is proposed to establish a_ control 
system to supervise the working of 
traffic in the Newcastle district. The 
control will be located in the office 
of the District Superintendent, New- 
castle, and will absorb the existing 
Tyneside Control and supervise the 
running of all trains on the main line 
between Newcastle and Berwick, and 
freight trains on the Newcastle and 
Carlisle branch, the Blyth and Tyne 
section, the Tyneside electrified area, 
and the Blackhill branch. Sub-controls 
will be established at Blyth and Percy 
Main to arrange the leading of coal 
from collieries to the shipping points. 
Altogether, 212 route miles of railway 
will be supervised by the new control 
office, the provision of which will 
complete the control of the whole of the 
main line in the North Eastern Area 
between Doncaster (Shaftholme junc- 
tion) and Berwick. 


London Transport Posters.—Two 
original and strikingly coloured posters 
have enlivened London Transport 
hoardings during the early summer. Both 
are the work of Miss A. K. Zinkeisen, 
who has created a pair of fantasies 
which, if they have failed to bring an 
increase in bookings to the country, 
have not done so through any deficiency 
in their treatment of the sylvan theme. 
A modern touch is lent by the round- 
about on which the nymphs disport 
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themselves, and in the fore; round 
Cupid rides upon a gambolling lamb 
or a juvenile Pan supplies appropriate 
music with his pipes and appears to be 
about to collect the coppers from fares 
with little apparent accommodation in 
their attire for anything more weighty 
than the proverbial brass farthing More 
sober publicity is found in a poster 
drawing attention to the hours of open- 


ing of the National Gallery, and the 


London Transport stations nearest to it. 
The central feature is a reproduction of 
‘‘The Stonemason’s Yard,” by Cana- 
letto. 

International Tourist Conference, 
—The International Tourist Co: nee 
was held recently at Tokyo a: the 
official residence of the Premier, A:miral] 


K. Okada. About 90 delegates attended 
representing China, Manchukuo, the 
Philippines, British India, the N.ther- 


lands East Indies, French Indo-China, 
the Straits Settlements, Siam, and 
Japan. 

African Railway Finance Co. Ltd. 
—The list of applications for an issue 
by this company of £571,000 of 2 per 
cent. guaranteed debenture stock, 1948- 
1951, which has been guaranteed to 


principal and interest by the British 
Treasury under the provisions of the 
Finance Act, 1934, was opened and 
closed on Friday, May 31. Applications 
from small subscribers were ruled out 
and larger applicants received about 
9 per cent. of their requirements. 


The General Porters’ Benevolent 
Association.—This association, which 
was founded in 1858 for the benefit of 
porters, packers, and messengers, has 
been doing excellent work among them 
ever since. Owing to the times of stress 
through which the country has been 
passing, the association, like many 
other good causes, has suffered severely. 
Now, however, Mr. James Paterson, of 
Carter, Paterson & Co. Ltd., 128, 
Goswell Road, E.C.1, has consented to 
act as Appeal President for 1935-36, 
and he hopes that with the practical 
sympathy and support of all trades 
during his year of office, this deserving 
work will be fully maintained. The 
offices of the association are at 19-23, 
Ludgate Hill, E.C.4, and the Secretary 
will gladly forward full particulars. 


Internal Air Route Developments. 
—Since we published a map of the 
internal air routes of Great Britain on 
page 1080 in THe Raitway Gazette of 
May 31 various new services have begun 
regular operation. Hillman’s Airways 
Limited has extended a feeder service to 
the main London - Liverpool - Belfast 
Glasgow route across to Manchester and 
Hull, while a new Continental service 
to Ostend inaugurated by the same 
company makes a call at Thanet. 
Aberdeen Airways has started to run the 
Aberdeen-Hull-London route already 
forecast in these columns, and Crilly 
Airways has extended its operations to 
include services from both Leicester 
and Nottingham to Skegness. A new- 
comer is Atlantic Coast Air Services 
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which provides a link between Barns- 
taple and Lundy Island, with connec- 
tions on certain days to Cardiff. _ Ports- 
mouth, Southsea and Isle of Wight 
Aviation Limited has introduced a 
new south coast service between Shore- 
ham, Ryde, and Shanklin, while another 


service is 
(Croydon) 


that connecting 
with Portsmouth, 


soutiicern 
London 


Bournemouth, and Guernsey, operated 
by Cobham Air Routes. Guernsey is 
also now connected with Jersey by 

filving boat service. Activities in the 
north include the amalgamation of 
Highland Airways Limited with United 
Airways Limited, and the extensions 


by sjlackpool and West Coast Air 


Services to Manchester and Campbel- 
tow 

National Union of Railwaymen.— 
In the course of the annual report for 
1934 of the National Union of Railway- 
men, Mr. J. Marchbank, the General 
Secretary, states that at the end of 
1934, assets totalled £1,713,877, a gain 


of £154,020 when compared with the 
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figures at the end of 1933. This is the 
greatest increase since 1926. There was 
a decrease in income of £2,080, but 
expenditure declined by £79, 248, mainly 
attributable to the fact that during 1933 
£52,878 was paid in strike benefit to 
members in Northern Ireland. The 
roe at the close of 1934 was 
290,723, a gain of 15,017. 








Forthcoming Events 


Railway Signal 
Summer Meeting. 
Officers’ 


June 21-25.—Institution of 
Engineers, in Belgium. 

June 25 (Twes.)—Retired Railway 
Society. Summer Outing. 

July5-8.—Institution of Locomotive Engineers, 
in Belgium. Summer Meeting. 

July 6-11.—Permanent Way Institution, at 
Glasgow. Summer Convention. 

July 9 (Twues.)—Retired Railway Officers’ 

Society, at Great Eastern Hotel, Liverpool 

Street, London, E.C. 2,2.30p.m. Ordinary 

Meeting. 

12-15.—Railway Students’ 
at Chancellor’s -Hall. Augustus 
Birmingham. Convention. 


Association, 


July 
Road, 








_ British and Irish Traffic Returns 


Totals for 24th Week 


Totals to Date 


enticed 





GREAT BRITAIN a Ve iene aoaemaeanma 
1935 1934 | Inc.or Dec. 1935 1934 Inc. or Dec. 
= - a ~ ae 7 a 
L.M.S.R. (6,926} mls.) £ £ £ } rf £ | £ 
Passenger-train traffic... 552,000 499,000 |+ 53,000 | 10,218,000 9,990,000 |+ 228,000 
Merchandise, &c. 386,000 459,000 73,000 | 10,687,000 | 10,684,000 | 3,000 
Coal and coke 145,000 184,000 | 39,000 | 5,735,000 | 5,753,000 | 18,000 
Goods-train traffic 531,000 643,000 |— 112,000 | 16,422,000 | 16,437,000 | 15,000 
Potal receipts 1,083,000 | 1,142,000 59,000 | 26,640,000 | 26,427,000 |+ 213,000 
I E.R. (6, 336 mis. ) } 
Passenger-train traffic... 366,000 319,000 |+ 47,000 | 6,662,000 | 6,474,000 |+ 188,000 
Merchandise, &c. 275,000 303,000 | 28,000 7,354,000 | 7,452,000 | 98,000 
Coal and coke 167,000 | 208,000 | 41,000 5,459,000 5,619,000 | 160,000 
Goods-train traffic 442,000 511,000 69.000 | 12,813,000 | 13,071,000 | 258,000 
Potal receipts 808,000 830,000 22,000 19,475,000 19,545,000 | 70,000 
G.W.R. (3,749} mls.) | | | 
Passenger-train traffic... 221,000 202,000 |+ 19,000 | 4,230,000 | 4,191,000 39,000 
Merchandise, &c. 153,000 186,000 33,000 | 4,290,000 | 4,278,000 | 4 12,000 
Coal and coke 62,000 99,000 28,000 | 2,397,000 | 2,445,000 | 48,000 
Goods-train traffic 215,000 276,000 | 61,000 | 6. ,687,000 | 6,723,000 | 36,000 
lot il receipts 436,000 478,000 42/000 10917. 000 10,914,000 | + 3,000 
S.R. ( 2.171 mals.) ) | | 
Passenger-train traffic...) 330,000 321,000 |+ 9,000 6,365,000 | 6,237,000 |4+ 128,000 
Merchandise, &c. 57,000 69,000 12,000 1,426,000 | 1,528,000 | 102,000 
Coal and coke 21,000 | 24,000 | 3,000 737,000 777,000 | 40,000 
Goods-train traffic 78,000 93,000 | 15,000 2,163,000 | 2,305,000 | 142,000 
rotal receipts 408,000 414,000 | 6,000 | 8,528,000 8, 542,000 | 14,000 
| = 
Liverpool Overhead ... et 343 § 160 | 183 26 984 | 26, 368 |+ 616 
64 mls.) | 
Mersey (44 mls.) 3,933 3,977 | 44 | 97,225 | 99,743 | 2,518 
London Passenger 
lransport Board 574,900 549,500 | 25,400 | 26,902,900 | 26,330,600 |+ 572,300 
IRELAND } | 
Belfast & C.D. pass. 2,565 | 3,220 | 655 48,070 | 47,247 |+ 823 
80 mils.) | | 
goods 496 464 32 | 11,870 | 12,681 - 811 
total 3,061 3,684 623 | 59,940 | 59,928 |+4 12 
| | 
Great Northern pass. 11,550 10,400 {+ 1,150 | 212,600 | 194,500 4. 18,100 
543 mls.) | } | } } 
goods | 9,700 9,250 |+ 450 | 216,550 | 208,650 |+ 7,900 
total | 21,250 | 19,650 |+ 1,600 | 429,150 | 403,150 |4+ 26,000 
| | | 
Great Southern pass. 28,433 27,508 |+ 925 502,946 494,838 | + 8,108 
2,124 mls.) | 
goods} 26,690 30,230 540 | 830,708 | 775,241 |4 55,467 
= total 55,123 57,738 615 | 1,333,654 | 1,270,079 |4+ 63,575 





| 





* 50th wee k, the rece eipts for whi hi include those undertakings not absorbed by the L.P.T. B. in 1 the 


rresponding period last year ; 


last year’s figures are, 


however, adjusted for comparative purposes 


Whitsun Monday week, 1935 
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British and Irish Railways 
Stocks and Shares 











~ : Prices 
ovr ot 
os oO 
Stocks we 3 2 | June Rise/ 
= 1" 19, | Fall 
1935 
G.W.R. 
Cons. Ord. ---| 661g | 4812 | 4915 |—1p 
5% Con. Prefce. ...|118 109 1191, —_— 
5% Red. Pref. f.(1950) 115 107 |112g | +1 
4% D b. 117 105 116 nae 
444 om. a ool ee 109 116}, sine 
44°, Deb.. -|1291g [1151g [12712 |+1 
5% Deb. ... {135 {12614 |1371g | — 
24% Deb.. sol 26 64 731, | — 
5% Rt. Charge 1134716 |12314 [1351 — 
5% Cons. Guar. .../13234 [12134 [13212 |+11, 
L.M.S.R. 
Ord. ota ...| 301g | 1919 | 191, |—1, 
4% Sovtes. (1923) | 6414 | 41 561p [+12 
4°, Pref 87 691, | 81 +1 
5% Red. Pref. (1955)| 107 921g {10212 — 
4% Deb. 114ig {10012 |107* — 
5% Red. Deb. b, (1982) 11811;6/11114 |1151g | — 
4% Guar. . 10612 | 9634 |103 — 
L.N.E.R. 
5% Pref. Ord. 2434 131, 1215 |—1, 
Def. Ord. ... we} 111g 678 614 !—14 
4% First Prefce....| 76 | 5912 | 6312 |+11, 
4% Second Prefce. | 47 251g | 251p |—1p 
5% Red. Pref.(1955)| 9412 | 80 Sill, — 
4% First Guar. ..,|104 92 {10015 S 
4% Second Guar. | 9778 | 8612 | 921, — 
3% La we .| 90 7412 | 8115 _ 
4% D ooof hae 9914 |1106* |{—1> 
= Rad Deb.(1947)|117. |108—[1131, | — 
{tS wehing und |11114 |10514 |109* — 
SOUTHERN 
Pref. Ord.... ...| 90 631g | 84 |—1 
Def. Ord. .| 325g | 19 231, |—1 
5% Prefce 118336 |10712 |120 — 
5% Red. Pref.(1964) oo 10712 {1151 
4 Guar. Prefce. [132 {12034 |1311, |+112 
36 Red. Guan Pret. 11912 {113 1181, 
1957) 
4% Deb. ... {11612 |10314 |113* = 
5% Deb. ... [134 |1241336)1331,* | — 
4% Red. Deb, |1132116}105% 6 |111* _ 
1962-67 
Betrast & C.D. 
Ord. se Ae ee 5 4 — 
FortH BRIDGE 
4% Deb. ... [110 {100 110719* | — 
4% Guar. ... (210 = {100 11071,* | — 
G. NORTHERN 
IRELAND 
oun” a | 934 | 41816) 9 — 
©, Soemees 
RELAND 
ora. : : 25 121g | 25 — 
Prefce. ... wo] 2112 | 131516] 38 +41, 
Guat an. oh 59 69 |+4 
Deb. ‘ 87 59 77 —1l, 
44% + te _|126 115 1241,*| — 
5% vy wo.[13512 |12412 |1341,* |-+1 
44% “T.FA.” ...[ 11322 1071, |111* ly 
5% “ BO [13184 118 112715* | — 
Row In) 97 73-1100 — 
MERSEY 
Ord. os cco] 15g 7 12 a 
4% Perp. Deb. s+] 931g | 821g | O5Sleg | -- 
3% Perp. Deb. ...| 661g | Gllp | 691e _ 
3% Perp. Prefoe....| 54 | 441g | 52tg | — 

















* ex-dividend 








THE RAILWAY GAZETTE 


ABSTRACTS OF RECENT PATENTS* 


No. 424,228. 
Apparatus 
D. F. Brown, and the Westinghouse 

Brake & Saxby Signal Co. Ltd., both 

of 82, York Rd., London, N.1. Decem- 

ber 29, 1933 
This invention relates to an auto 

matic vacuum braking apparatus for 

railway vehicles comprising a supple 
mentary vacuum reservoir and a valve 
device adapted automatically to 
onnect the. reservoir to the lower 
chamber of the vacuum brake cylinder 


Vacuum Braking 
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in certain circumstances so as_ to 
accelerate release of the brakes. For 
this purpose, a cut-off valve device 12 
is provided, which is adapted to pre- 
vent flow of air from the _ reservoir 
1 to the train pipe 2 and thus to the 
braking system when the value of the 
train pipe vacuum and/or lower 
chamber vacuum is below a relatively 
high value corresponding almost to a 
complete release of the brakes. The 
supplementary reservoir 1 and _ train 
pipe 2 are connected by conduits 3 
ind 3'. 4 is a non-return valve per 
mitting flow of air from the reservoir 
1 to the train pipe 2. The lower 
chamber of the brake cylinder (not 
shown) is connected to the conduit 
5. Communication between the con 
duit 3 and the chamber is established 
under release conditions by a quick 
release valve device 6 comprising an 
element 7 actuated by a diaphragm 8 
subject on the one hand to the train 
pipe vacuum in a chamber 9 and on 
the other hand, in a chamber 10, to 
the lower chamber vacuum and the 
pressure exerted by a spring 11. The 
cut-off valve device 12 is arranged in 
the conduit 3 between the quick release 
valve device 6 and the supplementary 
reservoir 1, and comprises a valve 
element 13 located in a chamber 14 
connected to the reservoir 1° and 
adapted to co-operate with a seat 15 
in the chamber so as to control the 
flow of fluid through a diaphragm 
chamber 16 to the conduit 3. The 
vaive element is adapted to _ be 
operated by a diaphragm 17 which co 


* 


operates with a downwardly depending 
stem 18 of the valve element and is 
located in the diaphragm chamber 16. 
The diaphragm is subject on its upper 
side in the chamber 16 to train pipe 
1ud/or lower chamber pressure and on 
its lower side in a chamber 19 to 
atmospheric pressure and a spring 20 
located in the diaphragm chamber 16 
serves to move the diaphragm 17 
downwards against the atmospheric 
pressure acting on its lower side and 
thus permit the valve element 13 to 
seat and prevent flow of fluid from the 
supplementary reservoir 1 to the brak- 
ing systern when the value of the 
vacuum obtaining in the train pipe 
and/or lower chamber of the brake 
cylinder is below a relatively high 
value corresponding almost to a com- 
plete release of the brakes. Application 
of the brakes is controlled by a quick 
application valve device 21 and an 
inshot valve device 22.—(Accepted 
February 18, 1935.) 


No.423,598. Train Control Systems 


A. E. Hudd, of the London Midland 

Scottish Railway Company, Loco- 
motive Works, Bow, London, E. 
lugust 4, 19338. 

In an automatic train control system 
of the kind in which magnets disposed 
on the train track are arranged to 
energise a receiver on the train com- 
prising a collecting plate and a mag- 
netic relay, the relay consists of a 
movable loaded member for operating 
the warning device and/or brake me- 
chanism, a detent for holding the 
movable member in an energised posi- 
tion, and a movable armature con- 
trolled by the collecting plate and 
means for automatically resetting the 
detent. A permanent magnet 1 and 
electro-magnet 2 are carried by a sup- 
port 3 on the track. The apparatus 
on the train comprises a receiver 4 
consisting of two soft iron collecting 
plates 5 arranged end to end along the 
length of the train and each provided 
with a pole piece 6, which pole pieces 
are bridged by an armature 71 resi- 
liently mounted on the casing. When 
the receiver passes over the magnetic 
system with the signal at ‘‘ caution,’’ 
magnetic flux is picked up from the 
permanent magnet by the collector 
plate, the armature is attracted to the 
pole pieces and releases the detent 
mechanism, which comprises a_ three- 
armed lever, 7, 8, 9, the arm 7 of which 
is normally held in an elevated posi- 
tion by an arm 14 fixed to the arma 
ture 71. The arm 8 carries a roller 
which contacts with a wedge-shaped 
member 11 slidably mounted in a 
hollow valve stem 12. The head 49 
of the valve is carried by a. flexible 
diaphragm 15 which forms a closure 


These abridgments of recently published specifications are specially compiled for THE 
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member for an air chamber 16. The 
latter communicates through a conduit 
19 with the pressure pipe line 1g of 
the brake mechanism and through 


: - , a 
conduit 20 with a whistle 2% and 
vacuum pipe line 22. The member 1] 
is provided with a pin 24 eng ving a 


slot 23 in the valve stem 12. The latter 
is provided with an extension picce 95, 
When the armature has been attracted 
to the pole pieces, the levered arm 7 
is released and rocks downwards under 
the pressure of the wedge-shapea mem- 
ber 11 and the spring 13. 1 full 


downward movement of the lever arm 7 
releases the initial compression of the 
spring and its further release is a ted 
by the stop pin 24 bearing agai the 
lower end of the slot 23. Th ilve 
49 opens and admits compres air 
from the train pipe into the air cham- 
ber 16, which pressure acting uj the 
full surface of the diaphragm 15, forces 
the hollow valve stem downwards 
through the full extent of its travel, 
the extension piece 25 on the valve 
stem strikes the lever arm 9 and re 
engages the lever arm 7 with the arm 


14, so if the receiver has passed beyond 
the magnet system, the armature 7! 
returns to a normal position Che 
brakes on the train are now applied 


and an audible warning is’ given in 
the locomotive cab in the following 
manner. 


At the end of the conduit 20 there is 
a valve chamber 27 which is divided 
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into two compartments 28 and 29 by 
a partition 30. The conduit 20 com 
municates with the upper compart- 
ment. A piston valve 31 is mounted 
in the upper chamber and is connected 
to a plate valve 32 by a valve stem 33 
which passes through the partition. 
The piston valve 31 controls slotted 
ports 34 in the wall of the upper cham- 
ber. The lower chamber communicates 
with the atmosphere at its upper end 
through a port 35. The valve 32 con- 
trols a port opening into a conduit 75 
which leads to the vacuum pipe line. 
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Air pressure in the conduit 20 raises 
double valve 31, 32, allowing the 
air escape past the piston into the 
whistle 21, and at the same time releas- 
ing the pressure in the conduit 19 and 
applying the brakes.—(Accepted Feb 
cay 4. ee 


the 


No. 423,633. Lubricators 
E. Mooney, of Lendal Bridge, York. 
January 16, 1934. 


li railway vehicle axle lubricator, 
capillary feeders are passed through a 
meniber which makes a tight plug-in 
fit with the opening in the top of the 
lower or oil compartment, and which 


idapted to constitute a closure for 
said opening so as to exclude water 
from the oil compartment and prevent 


1S 














of oil therefrom other than to 
the pad. 1 is the axlebox, having an 
oil compartment 2; 3 is the axle journal 
and 4 the lubricating pad, which is 
supported in contact with the under- 
side of the journal 3 by means of a 
cradle 5 which has a helical spring 6 
passing the opening of the compart- 
ment 2 and bearing upon the base of 
the latter. Capillary feeders 7 depend 
from the pad 4 through the centre of 
the spring 6 to the bottom of the oil 
compartment. A flexible screen 8 of 
closely woven textile material is 
secured to the pad 4 so as to depend 
therefrom on all sides and afford a 
which encloses the capillary 
feeders or wicks 7. The lower end of 
the screen 8 is secured to a ring 9 
adapted to make a tight plug fit with 
the opening through which the wicks 7 
depend into the oil compartment 2, so 
as to exclude water from the latter. 
The length of the screen 8 is such as 
to allow for the movements of the axle 
journal 3 and is soaked in oil to render 
- cei cel ti February 5, 
935. 
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No. 424,909. Block 


Protection 


Automatic 


Vereinigte Eisenbahn-Signalwerke 
G.m.b.H., of Berlin-Siemensstadt, Ger- 
many. November 11, 1933. (Con- 
vention Date: December 3, 1932.) 

In automatic block protection by 
means of axle counters, the ‘‘ proceed ”’ 
signal is caused by the axle counter, 
but the appearance of the “‘ stop’ 
signal is caused independently by 
means of a separate device at the 
entrance to the section and influenced 
by the train. Insulated rails 20 and 
30 are at the commencement of the 
block sections 2 and 8, respectively. 
A relay 10 or 70 is connected to each 
of the insulated rails, which can be 
short-circuited through the axles of the 
train, and a _ train-actuated contact 
device is arranged at the end of the 
insulated rail. The counter relay 23 
or 33 is actuated by an impulse mag- 
net 22 or 32. A contact 24 or 34 on 
the relay actuates the counting-in 
mechanism 25 or 35. Each of the con- 
tacts 24 or 34 simultaneously actuates 
the counting-out mechanism. The 
urrangement operates as follows: If 
a train arrives from the block section 
1 on to the insulated rail 20, it short 
circuits the relay 10 which derives 
current through a stick-contact 12, the 
relay drops, breaks the contact 12 and 
above all the front contact 13 by means 
of which the signal-control motor 14 
becomes dead, so that the signal goes 
to the ‘‘ stop’’ position. The drop- 
ping of the relay 10 causes a back con- 
tact 15 to be closed, which connects 
the counter relay 23 to the impulse 
magnet 22 and thereby makes it ready 
to receive. As soon as the first axl 
runs past the impulse magnet 22, the 
counting-in at the counting mechanism 
25 commences through 23/24. This 
causes the contact 250 to be broken, 
whereby the auxiliary relay 40 drops 
and breaks its front contact 41. Simul- 
taneously, the back contact 42 likewise 
on the relay 40 is closed. The 
actuation of these two contacts is at 
first of no importance, but as the train 
proceeds further and the insulated rail 
20 becomes free, the relay 10 receives 
current through the contact 42 and 
attracts again. This causes the con- 


tact 13 to be closed. But, as the 


front contact 41 is still broken, the 
signal cannot yet set itself to ‘‘ pro- 
ceed.’’ Simultaneously, the re-con- 


nected relay 10 lifts its back contact 
15 which is thus cpened and _ the 
counting arrangement is thereby dis 
connected. When the train has passed 
through the block section 2 and has 
reached the insulated rail 20, the same 
process is repeated as just described 
for the insulated rail 20. As soon as 
the axles run past the impulse magnet 
32, not only is the counting-in 
mechanism %5 actuated through 338 and 
34, but simultaneously also the count 
ing-out mechanism 26 is actuated 
through the line 4. 

A signal arm contact 37 is also 
arranged in the line 4 so that the 
counting-out mechanism 26, which 
clears the section 2 again, is only 
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actuated if the signal is standing at 
‘stop ’’ at the commencement of the 
block section 3. It is obvious from 
the circuit that the signal motor 14, 
cannot be re-energised if the counting- 
in mechanism 25 has failed, because 
the relay 10 is only re-energised to 
close its contact 13 if the relay 40 has 
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dropped to close contact 42 and the 
relay 40 only drops if 25 has worked 
properly. If 42 remains broken, the 
relay 106 cannot attract again after the 
insulated rail 20 has been passed over, 
and contact 13 remains broken. Thus 
the signal 14 cannot be set to proceed. 
—(Accepted March 4, 1935.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 


421,418. Fastening-devices for railway 
and like rails. Griffiths, J. P. 

421,440. Railway vehicles having 
central buffer couplings. Knorr-Bremse 


Akt.Ges., and Kaiser, W. 

421,496. Suspension of rail vehicles. 
Maley, A. W., and Taunton, E. M. 
421,698 Railcars Tennant, W. J. 
(Tatra Works Limited.). 
421,731 Railway point 
mechanism. Westinghouse 
Saxby Signal Co. Ltd. 

421,769. Means for fastening 
rails to sleepers. Riiping, M. 
421,869. Safety appliances for the 
protection of railway trains or locomo- 
tives. Dey, P. C. 

421,972. Apparatus for hoisting and 
tipping railway wagons. Mitchell, F. G. 


operating- 
Brake & 


railway 


422,110.—Method of mounting rails 
upon permanent ways. Soc. Italiana 
Pirelli. 

422,137. Underframes or bogie frames 
for rail, road and_ other vehicles. 
Mohl, S. 


422,361. Single or double-sided auto 
matic track-brake operated by the weight 
of the vehicle. Vereinigte Eisenbahn- 
Signal-Werke Ges. 

422,373. Single or double-sided track 
brake actuated by the weight of the 
vehicle with reaction and action brake 
bearing members. Vercinigte Eisenbahn- 
Signal-Werke Ges. 

422,630. Superheater 
for locomotives and 
Edwards, W. S. 

422,674. Speed-regulating apparatus 
for engines. Sulzer Fréres Soc. Anon. 

423,811. Signal lamps or lanterns and 
lenses therefor. Naamlooze Vennootschap 
Machinerieen-en Apparaten Fabrieken. 

423,923. Wheels and rails for vehicles 
running on rails. Dr. M. Kahn. 

424,121. Steel keys for securing rail- 
way rails in their supporting chairs. Mills 
Limited, Executors of J., and Mac- 
beth, A. 


headers 
vehicles. 


steam 
similar 
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RAILWAY AND OTHER MEETINGS 


BRITISH ELECTRIC TRACTION 
co. LTD. 


The thirty-ninth ordinary general 
meeting of the British Electric Traction 
Co. Ltd. was held on June 14 at Win- 
chester House, Old Broad Street, E.C, 
Mr. J. S. Austen (Chairman of the 
company) presiding. 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
that the first matter of interest was that 
profits for the past year had been the 
highest in the history of the company. 
They were, in fact, £29,000 better than 
the peak year, and they were £37,000 
better than those of last year. It 
would be absurd to say that an increase 
of profit was of more importance in one 
company than in another, but certainly 
in this company they had a peculiar 
significance, because the 10 per cent. 
bonus was founded on a compound 
interest basis, and if that was only 
persisted with long enough it reached 
impossible figures, so that in the ordi- 
nary course of events there would come 
a time when that 10 per cent. would 
have to be reduced to, say, 9 per cent. 
So long, however, as the company could 
continue to increase its profits each 
year, that evil day would be continually 
postponed. To put it in another way 
it might be said that they were further 
off that day now than they were a year 
ago. 

He was sure shareholders would be 
interested to hear that the company 
had at last made a valuation of its 
investments. It was found that the 
value of investments, apart from other 
assets, was {12,973,000, and he would 
here remark that the total of debenture 
and share capital was £4,150,000. To 
translate that into terms of deferred 
stocks, the company found that if it 
could pay off the whole of its debentures 
and preference stock at par there would 
be sufficient left to give £1,750 for each 
£100 of deferred stock with a nice 
balance over. Shareholders should not 
be unduly elated with these figures 
because a great deal arose from the fact 
that a number of the company’s invest- 
mets were today at abnormally high 
prices, and those high prices were 
accounted for by the cheapness of 
money, and the cheapness of money in 
turn was accounted for by the badness 
of trade. Economists and _ politicians 
would say that cheap money was good 
for trade, but if one were to ask a 
policeman, or any other sensible person, 
he would say that cheap money today 
was no good to trade, because there was 
no trade in which to employ it. What 
was wanted here was dearer money, and 
when they got dearer money revenue 
would go up but valuation would go 
down, and that, he thought, was what 
they all wanted. 

As to the business of the company, 
its business was that of an investment 
trust company, but it differed from the 
ordinary investment trust company in 
that a large proportion of income was 


derived from omnibuses and tramways, 
though the latter was today a small and 
diminishing consideration. It also par- 
ticipated actively in the management 
of a large number of companies. It 
managed or participated in the manage- 
ment of 54 omnibus and tramway com- 
panies. These ranged in size from four 
omnibuses to 1,000 omnibuses, and it 
might surprise shareholders to know 
that those companies collected in fares 
last year not less than /£15,800,000. 
They would get a better idea of that 
figure when he told them that it was 
larger than the passenger receipts of any 
one of the four big railway companies 
except the London Midland & Scottish, 
and, further, was equal to more than 
30 per cent. of the whole of the pas- 
senger receipts of those four railways 
put together. 

Shareholders would notice that he had 
made a comparison between the omnibus 
companies and the big railway com- 
panies, and he had done so deliberately 
because he wished them to appreciate 
what an important part the omnibus 
now played in the life of this country. 
The omnibus had always been regarded 
as but a humble vehicle, and an omnibus 
company as something not very much 
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better, but in future they would be able 
to hold up their heads and look the 
world in the face. 


In earning all this money he did not 
know how many hundreds of miillions 
of passengers they had carried, but he 
believed they had carried them without 
the loss of a single passenger. This 
remarkable degree of safety was |irgely 
owing to the skill and care of the vers, 
Those who motored much must have 
noticed the scrupulous manner in which 
omnibus drivers observed all the eni- 
ties of the road. In his opini the 
drivers of the regular lines of om uses 
were entitled to be called the gentiemen 
of the road. He would like to see them 
held in the same affection and ird 
as were the drivers of the stage iches 
of old. 

Since the close of the year tl m- 
pany had paid a bonus equal to two 
months’ salary to every member of its 
staff, and he felt confident that that 
would meet with the shareholders’ 
approval. The foundation of the com 
pany’s present prosperity was laid by 
the late Mr. Garcke, but the building 
had been done by the staff, and he knew 
of no better way by which the, uld 
show their appreciation of their services 
or any better way by which they could 
celebrate this year of Jubilee. 

The report and accounts were unani- 


mously adopted. 








RAILWAY AND OTHER REPORTS 


Midland Railway Company of 
Western Australia.—tThe directors an- 
nounce that an interim payment of 
interest on the second mortgage cumu- 
lative income debenture stock (on 
account of the year ending June 30, 
1935) of 2 per cent., will be made on 
July 1. 


Minneapolis, St. Paul & Sault 
Ste.-Marie Railway.—The accounts 
for 1934 show a net deficit of $5,078,543, 
against $4,843,496 for 1933. In addi- 
tion, a net amount of $3,028,338 is 
debited to profit and loss arising from 
amount written off investment, special 


charges for equipment, retirement, Xc. 
Thus the credit of $657,542 on profit 
and loss brought in is converted into a 
debit of $7,449,339. 


J. Stone & Co. Ltd.—Satisfactory 
progress was made in 1934, when the 
trading profit and interest on invest- 
ments &c., amounted to £107,085. 
Trading profit, &c., in the previous year 
was only £19,279. After providing for 
maintenance, depreciation, &c., there 
was a balance in 1934 of £44,195. Add- 
ing £93,854 brought in, gave £138,050. 
The preference dividend took £39,000, 
leaving £99,050 to go forward. 








Exports of Railway Material from the U.K. in May 


May, 1935 May,1934 May, 1935 


Five Months Ending 
May, 1934 


£ £ £ £ 
Locomotives, rail .. .. «+.  «. 31,847 11,076 273,028 119,268 
Carriages and wagons ee a -- 80,838 54,942 459,855 285,273 
Rails, steel .. iiss “a id om — 109,951 — 243,961 
Wheels, sleepers, fishplates and miscel- A 
laneous materials .. iia ae -. 158,471 92,474 605,192 328,745 
Locomotive and rail exports included the following :— 
Locomotives Rails 
May,1935 May,1934 May,1935 May, 1934 
£ £ £ £ 
Argentina .. ee a ee os i —_— 5,661 4,262 
Union of South Afric oe we ee — —_ 18,846 43,091 
British India oe on ‘ae ae — — 31,584 28,541 
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London & North Eastern Railway 
Company. 


YTOTICE IS HEREBY 
XN Directors have fixed lst July at the close 
isiness as the date for striking the 
es cf the Company’s Guaranteed, Prefer- 
n d Ordinary Stocks. Interim Dividends 
de i for the half-year ending 30th June, 
ll be payable only to the Stockholders 
“ james are registered in the books of the 
( iy on the date so fixed 
D : of Transfer should, therefore, be lodged 
‘ t Registrar of the Company at Hamilton 
B xs, Liverpool Street Station, London, 
I vfore 5.0 p.m. on ist July. 
By Order, 
JAMES McLAREN, 
Secretary. 
M lebone Station, 
Londen, N.W.1 
st June, 1935. 


GIVEN that the 
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OFFICIAL NOTICES 


South Indian Railway Company Limited 


NHE Directors are 
Tenders for the supply of: 

SOLID DRAWN STEEL BOILER TUBES. 

Specifications and Forms of Tender will be 
available at the Company's Offices, 91, Petty 
France, Westminster, S.W.1. 

Tenders addressed to the Chairman and 
Directors of the South Indian Railway Cem- 
pany, Limited, marked “Tender for Boiler 
Tubes,” with the name of the firm tendering, 
must be left with the undersigned not later 
than 12 noon on Friday, the 28th June, 1935 
The Directors do not bind themselves t 
accept the lowest or any tender. 

charge, which will not be returned, will 
be made of 10s. for each copy of the Specifica- 
tion. 


prepared to receive 


A. MUIRHEAD, 
Managing Director. 
91. Petty France, 
Westminster, S.W.1. 
19th June, 1935. 
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Universal Directory of Railway Officials 
and Railway Year Book 


This unique publication gives the names of 

all the principal railway officers through- 
out the world, together with essential par- 
ticulars of the systems with which they are 
connected. Much general and statistical 
information about railways is also  con- 
cisely presented. 


40th Annual Edition, 1934-35 
Price 20/- net. 


THE DIRECTORY PUBLISHING CO. LTD., 
33, Tothill Street, London, S.W.1. 








CONTRACTS 


cording to a Association 
ige, the Southern Railway is 
idering plans for electrifying the 
’ortsmouth Direct line and extending 
electric traction to Guildford via Wey- 
ridge and Woking. Extension of 
electrification from West Worthing to 
Havant on the coast line might follow. 


r 
Press 


Beyer-Garratt Locomotive Order 


Bever, Peacock’ & Co. Ltd. has 
received an order from the Sierra Leone 
Development Co. Ltd. for one Beyer- 


Garratt locomotive having the 2-8-2 


2-8-2 wheel arrangement and generally 
similar to those already in service on this 
firm's railways. The track on which 
this engine is to work is 3 ft. 6 in. gauge 
and is laid with 60-lb. rails. The trac- 
tive effort of the engine is to be 58,260 lb. 
at 85 per cent. boiler pressure, and the 
weight in working order will be approxi- 
mately 150 tons. 

The Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. has received an 
order from the Sierra Leone Develop- 
ment Co. Ltd. for 36 3-ft. 6-in. gauge 
30-ton bogie iron ore wagons similar 
to those supplied by the same firm in 
1931 and described, together with the 
Beyer-Garratt locomotives above men- 
tioned, in the article on the Sierra 
Leone Development Company’s railway 
contained in our issue of September 29, 
1933. 


Electric Locomotives for South 
Africa 

The Metropolitan-Vickers Electrical 
Co. Ltd., has received an order from the 
South African Railways & Harbours 
Board for 20 electric locomotives of 
1,200-b.h.p. each for mixed traffic duties 
on the newly electrified lines in Natal. 
These locomotives are generally similar 
to the ones supplied by this firm to the 
South African Railways in 1924, and 
will be equipped with regenerative 
braking. 

J. Stone & Co. Ltd., has received an 
order for two sets of air-conditioning 
equipment to be applied to passenger 
coaches on the Victorian Government 
Railways. 


AND TENDERS 


The Hydraulic Coupling & Engineer- 
ing Co. Ltd. has received an order for 
10 Vulcan-Sinclair traction-type fluid 
couplings each rated at 140 h.p., 
1,600 r.p.m., from the Société Lorraine, 
Dietrich. These fluid couplings are to 
work in conjunction with five-speed 
Wilson epicyclic gear boxes and are to 
be incorporated in diesel railcars now 
under construction for the Chemin de 
Fer de l’Est. The decision to incor- 
porate fluid couplings in the transmission 
was largely based on the success of the 
high-speed Italian State Railways’ rail- 
cars fitted with this type of fluid 
coupling. 

D. Wickham & Co. Ltd. has received 
orders from the Antofagasta (Chili) 
& Bolivia Railway for one four seater 
covered petrol-driven inspection rail 
car and one No. 5 petrol-driven 
inspection railcar. 

Locomotives for India 

The Vulcan Foundry Co. Ltd. has 
received an order from the Madras & 
Southern Mahratta Railway for two 
broad-gauge XB class 4-6-2 superheated 
passenger locomotives and tenders to 
be supplied to the inspection of Messrs. 
Rendel, Palmer & Tritton. 

W. G. Bagnall Limited has received 
an order for one 2 ft. 6 in. gauge 4-8-0 
locomotive and six-wheeled tender for 
the Bhavnagar State Railway, to the 
inspection of Messrs. Robert White & 
Partners. 

Guest Keen & Nettlefolds Limited 
has received an order from the Argentine 
North Eastern Railway for 70,000 steel 
fishbolts and nuts. 


Tank Wagons for Peru 
Nye & Menzies Limited on behalf of 
La Brugeoise et Nicaise et Delcuve has 
received an order from the Peruvian 
Corporation for 10 bogie tank and 
general purpose wagons for the transport 
of petroleum and also for carrying 
copper bars and other goods. 
Locomotives for Brazil 


A. Borsig Maschinenbau A.G. has 
received an order for 16 heavy steam 


locomotives and tenders for the Noroeste 
do Brazil Railway. Together with four 
engines recently ordered by the same 
Administration, the value of the contract 
amounts to nearly two million Reichs- 
marks. Of the total order ten engines 
are of the 4-8-2 type and the remaining 
ten are of the 2-8-2 type. 


Frank How & Co. Ltd. has received 
a very large order for diesel engine 
lubricating oils for the Egyptian Govern- 
ment Public Works Department. 


The Bombay, Baroda & Central 
India Railway Administration has placed 
the following orders to the inspection 
of Messrs. Rendel, Palmer & Tritton : 

Gresham & Craven Limited: 205 sets of injector 
cones for YD class engines 

Bolkhumer Verein A.G.: 
axles 

Brown Bayley’s Steelworks Limited: 512 ste 
Carriage and wagon tyres. 


256 carriage and wagon 


The Darlington Railway Plant & 
Foundry Co. Ltd. has received orders 
from the Jodhpur Railway to the 
inspection of Messrs. Rendel, Palmer & 
Tritton for 48 switches and crossings. 

The A.E.G., of Berlin-Hennigsdorf, 
are building two 650-h.p. single-phase 
electric locomotives for the Costa Rica 
State Railway. These units are similar 
to those described in the Electric Railway 
Traction Supplement for August 24, 1934. 


Henschel & Sohn A.G., has received an 
order for one locomotive boiler for the 
Morvi Railway to the inspection of 
Messrs. Robert White & Partners, 


The Dominion Steel & Coal Corpora- 
tion Limited has received an order for 
9,360 tons of 96-lb. B.S.S. rails, mainly 
in 40-ft. lengths, for the South African 
Railways & Harbours Administration. 

The Darlington Railway Plant & 
Foundry Co. Ltd. has received an 
order for 66 sets of points and crossings 
for the Junagad State Railway, to the 
inspection of Messrs. Robert White & 
Partners. 

The South Indian Railway Adminis- 
tration has placed orders to the inspec- 
tion of Messrs. Robert White & Partners 
with J. Stone & Co. Ltd. for miscel- 
laneous train-lighting accessories and 
with Ferguson Palin Limited for outdoor 
substation switchgear and accessories. 











The stock and share markets developed 
euietness after starting the month well. 
Wednesday’s traffic receipts were not parti- 


cularly surprising in showing a decrease 
by each of the four big groups. The 
market had estimated for an aggregate 


decrease of between £200,000 and £250,000, 
and the actual figures were substantially 
below this total 

The Great Western and Southern de- 
were mainly due to the drop in 
coal and goods traffic consequent upon it 
being Whitsun week, whereas the compari- 
son goes against a normal week of 1934. 
Quotations were fractionally lower. London 
Midland and Scottish first preference stock 
and the 1923 stock kept firm on the prospect 
of the former receiving the full rate of 


creases 
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dividend to which it is entitled. Confirma- 
tion of this market estimate will not be 
forthcoming until the board has taken a 
decision at the end of the month in regard 
to the half-yearly payment on July 1 on 
the 5 per cent. redeemable preference stock 
with which it ranks pari passu. The 
dividend decision is not made until August 
in respect to the first preference stock. 
London and North Eastern issues continued 
to be quietly absorbed presumably in con- 
nection with the plans for electrifying part 
of the suburban system. The market 
observed with interest that the Southern 
contemplates further electrification schemes 
in the coming year. It is expected that 
commencement of the electrified service on 
the Eastbourne-Hastings line early next 


month will be a 
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In the foreign railway market t] 
a sharp rise in some of the debentu 


of Argentine 
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Pacific 


companies 
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stor 


been depressed by the proposed « 
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The intimation that th: 


Argentine would be unable to pay ; 

on the 44 per cent. preference stock 
offers of the stock which dropped to 
30 although the market had been ex 
the dividend to be passed. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 





Railways 4 Week 
° 1934-35 Ending 
{ Antofagasta ( (Chili) & Bolivia 830 16.6.35 
| Argentine North Eastern .. 753 15.6.35 
| Argentine  srememeneres 111 
| Bolivar oe _ 174 May, -, 1935 
| Brazil ° ee _ Ee 
Buenos Ayres ‘& Pacific 2,806 15.6.35 
Buenos Ayres Central ie 190 2.6.35 
Buenos Ayres Gt. Southern 5,085 15.6.35 
Buenos Ayres Western 1,930 15.6.35 
Central Argentine .. .. 3,700 15.6.35 
Do. ee a ~ sins 
«& | Cent. Uruguay of M. Video 273 15.6.35 
= Do. Eastern Extn. 311 15.6.35 
g Do. Northern Extn 185 15.6.35 
5 Do. WesternExtn. 211 15.6.35 
“ | Cordoba Central ..| 1,218 15.6.35 
4 Costa Rica ‘ ‘ 18 Apl., 1935 
= | Dorada ne aie as 70 May, 1935 
® | Entre Rios .. - 810 15.6.35 
~ | Great Western of Brazil 1,082 15.6.35 
*% | International of Cl. Amer. 794 Apl., 1935 
4 | Interoceanicof Mexico... — 
= | La Guaira & Caracas 2234 May, 1935 
HA | Leopoldina . 1,918 15.6.35 
Mexican . ° 48 14.6.35 
Midland of Uruguay es 319 May, 1935 
Nitrate . ee 401 15.6.35 
Paraguay Central .. ee 274 8.6.35 
| Peruvian Corporation 1,059 May, 1935 
Salvador es P is 100 8.6.35 
San Paulo - ee 15312 9.6.35 
Taltal ° 7 ee 164 May, 1935 
United of Havana as --| 1,865 15.6.3. 
| Uruguay Northern .. - 73 May, 1935 
+ (Canadian National .. --| 23,735 14.6.35 
s Canadian Northern nn ee = 
=‘) Grand Trunk ta — aaa 
© | Canadian Pacific . 17,211 14.6.35 
Assam Bengal os --| 1,329 31. 5.35 
Barsi Light on oe 202 29.5.35 
Bengal & North Western oe| Mane 31.5.35 
*: | Bengal Dooars & Extension 161 20.5.35 
= 4 Bengal-Nagpur ; 3,268 10.5.35 
= | Bombay, Baroda & Cl. India 3,072 10.6.35 
™ | Madras & South’n Mahratta 3,230 20.5.35 
Rohilkund & Kumaon ae 572 31.5.35 
| South India . . --| 2,526 30.4.35 
Beira-Umtali 204 Apl., 1935 
Bilbao River & Cantabrian 15 May. 1935 
Egyptian Delta aia ° 622 31.5.35 
Great Southern of Spain .. 104 8.5.35 
y | Kenya & Uganda -- 1,625 31.5.35 
3 Manila = eis re — sain 
2 2 Mashonaland ae 913 Apr., 1935 
= | Midland of W. Australia «s| . eae Apl., 1935 
” | Nigerian «>| 1,905 11.5.35 
Rhodesia ta 1,538 Apr., 1935 
South African 13,217 25.5.35 
Victorian ou ae e-| 6,172 Jan., 1935 
| Zafra & Huelva... : 112 Apl., 1935 





Shares 
or 
Increase or Stock 
Decrease 
£ 
- 6,840 Ord. Stk. 
— 34,809 *” 
—_ A. Deb. 
250 6p.c. Deb. 
_— Bonds. 
— 262,037 Ord. Stk. 
+ 16,419 Mt. Deb. 
— 584,486 Ord. Stk. 
— 331,639 -_ 
— 472,201 - 
— Dfd. 
— 148,990 Ord. Stk. 
— 73,321 —- 
— 39,338 —- 
— 39,662 —- 
— 216,060 Ord. Inc. 
— 18,793 Stk. 
+ 3,600 1 Mt. Db. 
a 6,559 Ord. Stk. 
+ 4,800 Ord. Sh. 
— $227,961 — 
_ Ist Pref. 
oad 2,375 Stk. 
+ 12,258 Ord. Stk. 
+ $235,800 of 
+ 337 3 
- 4,730 Ord. Sh. 


+$21,417,000 Pr. Li. Stk. 


wn 
Traffics for Week : Aggregate Traffics to Date 
= 
Total Inc-or Dec. Totals 
this year compared C) ; 
with 1934 Zz This Year Last Year 
£ £ £ £ 
11,810 — 1,580 24 296.790 303,630 
9,229 1,063 50 376,450 411,259 
7,100 4. 50C 21 33,400 33.650 
84,882 + 12, - 50 3,996,493 4,258,530 
10,048 + 47 461,906 445,487 
115,824 15, 518 50 7,132,022 7,716.508 
50,000 + 3,882 50 2,283,564 2,615,203 
128,644 — 10,284 50 6,099,745 6,571,946 
10,2449 5,632 50 669,502 818,492 
1,876 — 1,294 50 96,717 170,038 
1,461 — 856 50 57,153 96.491 
633 — 547 50 -37,127 76,789 
29,650 - 3,300 50 1,402,910 1,618,970 
13,045! — 1,659 43 162,371 181,164 
10,900 + 600 21 55,000 51,400 
11,659 1.843 50 604,875 598,316 
5,600 — 700 24 201,800 197,000 
$455,976 — $12,489 17 $1,763,588 $1,991,549 
4,430 4 1,255 21 19,930 17,555 
20,075 | — 1,039 24 517,613 505,355 
$236,300 $4,200 23 $5,682,400 $5,446,600 
6,298 ~_ 2.303 48 104,046 103,799 
8,179 5,629 23 67,104 71,834 
$1,581,009 + $537,000 49 $58,340,000 $36,923,000 
71,815 + 9,303 48 697,276 619,408 . + 77,868 Pref. 
211,230 ¢3.118 49 #1,021,807 #1,027,170 — ¢5,363 Pr. Li. Db. 
24,781 | — 6,599 23 578,078 638,765 — 60,687 Ord. Stk 
2,680 4+ 1,702 48 34,065 25,050 + 9,015 Ord. Sh 
22,115 7,977 50 1,161,222 952,161 + 209,061 Ord. Stk. 
612 | — 436 48 11,338 12,555 — 1,217 Deb. Stk. 
630,629 +4 1,828 | 23 14,504,961 14,353,527 + 151,434 <= 
-- a — -- _ -—— 4p.c. Perp. Dbs. 
— — _— _ —_ _ 4 p.c. Gar. 
468,000 4 21,800 23 10,193,200 10,312,600 — 119,400 Ord. Stk. 
$3,825 | — 9,687 7 195,960 246,645 — 50,685 Ord. Stk. 
3,788 | — 1,552 6 19,260 23,647  — 4,387 Ord. Sh. 
84,140 — 10,392 7 465,089 500,476 — 35,387 Ord. Stk. 
3,385 4. 38 6 15,525 16,666 — 1,141 on 
185,775 + 10,523 5 724,650 683,823 + 40,827 a 
236,400 3,450 8 1,716,525 1,712,625 + 3,900 oe 
165,525 — 25,613 6 786,450 896,341 — 109,891 ae 
14,987 — 1,633 7 93,797 104,757 — 10,960 rz 
111,505 7,481 4 335,877 346,286 — 10,409 - 
71,379 + 21,377 30 450,161 340,976 + 109,185 —_ 
1,493 - 143 21 8,644 9,100 — 456 _- 
5,355 — 96 8 31,411 31,207. + 204 Prf. Sh. 
1718 — 19 | 23 43.464 50,764 — 7,300 Inc. Deb. 
202,402 + 11,533 21 1,127,245 1,050,349 + 76,896 — 
— — a B. Deb. 
132,251 + 38,693 30 $20,037 624,162 + 195,875 1 Mg. Db. 
12,561 + 735 43 134,787 134,040 + 747 | Inc. Deb. 
32,010 — 66 6 173,989 163,178 + 10,811 _ 
205.519 + 50,699 30 1,342,580 1,063,276 | + 279.304 4p.c. Db. 
517,075 + 74,175 s 4,258,959 3,778,923 + 480,036 -- 
834,638 — 17,346 30 5,586,612 5,388,619 + 197,993 —_ 
11,587 | + 1,622 17 44,550 44.641 — 91 _ 


Notg.— Yields are based on the approximate current prices and are within a fraction of lj 


t Receipts are calculated @ Is. 6d. to the rupee. 


§ ex dividend. 
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Salvador and Paraguay Central receipts are in currency 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being overestimated. The statements from July 1 onwards are based on the current rate of exchange and not on the par value 
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